-TESTS-ALL V-8 COMPACTS! 























FEBRUARY 1961 35° 


ROAD TESTING Both Manual : 
and Automatic Transmissions —__ c. an 
Newest Low-Priced Cars... , mig meagan 


BUICK SPECIAL | 
OLDS F-85 LIA ae 
PONTIAC TEMPEST |. Se 
RAMBLER V-8 | aus 
LARK V-8 



































. ooenqeneenety 
or propennerer este y iss aak at 
\) PEE ELAUARMEREEDRA 





yayahaaal 











Put your money 
where the 








NEW SPORTS This is no ordinary Lancer. This one has a Charger 225 engine under the hood. 
Displacement: 225 cubes. Horsepower: an honest 145 at 4000 revs. Torque: 

COMPACT WITH A 215 foot pounds at 2800 rpm. 
How do you get this kind of power from 225 cubic inches? Design the engine so it 
COMPACT es | can breathe! Give it big intakes and exhausts. The block on the Charger 225 engine 
is inclined 30° to the right. Makes room for the manifolding. The fuel and air 
charge is fed to each cylinder individually. No siamesing here. The big exhaust 


iA DODGE | manifold—with large radius curves—lets gases leave with minimum back 


pressure and power loss. 


The real sizzle comes when you hang this Charger in a car weighing under 2700 
pounds. That’s Lancer. A car with a taut suspension system. Torsion bars up 
front, assymetrical leaf springs at the rear. No mushiness. Yet no hard shocks, 
either. Level cornering. Check it out yourself: Lancer with the Charger 225 engine. 


Available on all Lancer models. Your DODGE dealer has it. See him real soon. 





























FRENAULT 


Ist place, class A 49.18 mpg 
~ dnd place, class B 48.54 mpg 





WINS 








Automotive Research Library 
% PETERSEN PI BLISHING CO. > 4 





1 3rd place, class E 50.13 mpg 


1960 MOBIL MILEAGE RALLY 





Once again, Renault cars met tough, stop-go, city traf- 
fic conditions that were part of the recently held 1960 
Mobil Mileage Rally, and came through with amazing 
mileage figures. Impartial judges saw the Renault 
4 cv come through to win first place (Class A) with a 
49.18 MPG. The famous Dauphine (Class B) racked 
up 48.54 MPG, the Caravelle (Class E) 50.13 MPG! 

Plan to stop in and see the ever-stylish Renault 
Dauphine soon. (At a new low price!) You can check 








ad oa N A U T This advertisement approved and the data certified true by United States Auto Club. 
L INC.750 Third Avenue, New York 17, N.Y. 











the Mobil Mileage Rally statistics for yourself and 
you can also check the Dauphine’s many big fea- 
tures! Deluxe Heater, 4-door, unit-body construc- 
tion, optional sun-roof, city-horn/country horn, 
choice of 7 handsome Paris colors, terrific 6-months 
warranty (no mileage limitations). See the complete 
line of fine Renault Products: Dauphine/ 4-cv/ 
Caravelle convertible/ Wagons & Trucks at your local 


Renault dealer. 
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This month’s cover features 
the five U.S. compacts that are 
available with V-8 powerplants. 
All of these cars have been 
tested in depth; a 24-page report 
on them begins on page 22. 
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a contest for MT readers 


WHAT IS YOUR CAR’S TRAFFIC-ABILITY? 


a new way to measure maneuverability 















Full Range Road Test: the PLYMOUTH V-8’s 50 
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NOBODY KNOWS 
THE INS AND OUTS 
OF FUNCTIONAL 
STYLING LIKE 
CHEVY! 


Easier to get in and out 

Easier to get your baggage 
in and out 

Easier to get in and out 
of parking places 


It’s as easy as slipping into 
the driver’s seat to see that 
this new ’61 Chevy has got 
people sized up in beautiful 
style. For this is one car that 
makes beauty make sense— 
from its slimmer, trimmer out 
size to a remarkably roomy 
in size. Larger door openings 
—as much as 6 inches wider 
—are an open invitation to 
get in and be on your way. 
Entrance height is up, too— 
as much as nearly 2 inches in 
hardtops. And there’s more 
front seat leg room, more foot 
room in the rear and generous 
head room (up to 2 inches 
more in the sport coupe). 
Seats—as right for sitting as 
they are for seeing—are up 
to 14% higher. 

These sensible new dimen- 
sions even reach right back to 
the easier loading new deep- 
well trunk that lets you pile 
baggage 15% higher. Packing 
it is child’s play with the 
loading height dropped as 
much as 101% inches down to 
bumper level. And to wrap 
it up, that slimmer outside 
design makes for easier han- 
dling, parking and garaging. 
But, really, the best way to 
see how this ’61 Chevy fits 
your style is to try it on for 
size at your Chevrolet deal- 
er’s. . . . Chevrolet Division 
of General Motors, Detroit 2, 
Michigan. 
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LIGHT | 
(Does not include batteries) 
a 


—_— 
—_— 







n> 


When 
you buy 


1 CAN DRI POWR 
FOR GAS 


CLEANS 
CARBURETOR 
AND PREVENTS 
FUEL LINE 
FREEZING 









AND 


FREES 
HYDRAULIC 
LIFTERS 


s] 50 





Available at good Service Stations 
and Garages in USA and Canada. 


if your dealer doesn't carry DRI POWER Prod- 
ucts, just send $3.00 . . . and you'll receive 
— postage paid — 

Regular $1.50 can of DRI POWR for Gas 
Regular $1.50 can of DRI POWR for Oil 
Plus — $1.50 valued Blinker Light FREE 


Send Now! To: 


DRI POWR CO. 

735 N. Georgia Street. 

Azusa, California 
Hurry! This offer expires April 30, 1961 
Note: Blinker light does not include batteries. 
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AST NOVEMBER 18 was another Black 

Friday in Detroit. In a terse statement 
of 165 words, Chrysler Corporation an- 
nounced the end of De Soto. 

The decision to drop the car was not 
unexpected, since it had been widely 
speculated for a year or more. Only a 
month previous, the first line of the new- 
model report in MOTOR TREND had 
said: “Many observers seriously doubted 
whether De Soto would introduce any 
car, let alone a new car for 1961.” 

When official word declaring the car 
was done did come, probably few people 
gave it more than casual attention. De 
Soto had ceased to be a car of major 
significance. 

But, to me, the end of De Soto was 
not an insignificant event. It’s the tenth 
make of car to be discontinued since 
1950. In a population of car makes that 
barely exceeds two dozen, such mortality 
rate is too high. And the smell it leaves 
in the air suggests something wrong in 
the state of the American automobile. 

The nine makes of cars that preceded 
De Soto into oblivion were Crosley, 1950; 
Frazer, 1951; Henry J, 1952; Kaiser and 
Willys, 1955; Hudson and Nash, 1957; 
Packard, 1958; and Edsel, 1959. 

The case of De Soto is particularly 
curious since it was dropped in the midst 
of an unprecedented increase in new 
makes of cars. De Soto had lived for 33 
years, through shooting wars and depres- 
sions, government restrictions and reces- 
sions. Yet when the production line 
ground to a halt, it had been turning 
out a paltry 50 cars per day. 

The quiet end of De Soto was in sharp 
contrast to its turbulent beginning. It was 
born in the lusty era of Walter Chrysler, 
a time when enthusiastic men were in- 
spired by ideas for new cars. Chrysler 
himself, it is said, found three men — 
Fred Zeder, Owen Skelton and Carl Breer 
— who had radical concepts of car design 
which no other auto maker would accept. 
Together they startled the car world in 
1924 with the Chrysler and four years 
later, in 1928, followed with Plymouth 
and De Soto. 

This was the origin of the reputation 
of Chrysler cars for outstanding engineer- 
ing. Sometimes the engineering was too 
outstanding, as in the case of the 1934 
De Soto Airflow. But the reputation has 
been both preserved and deserved right 





up to and including the current 1961 


DON WERNER 


MEMO 
FROM THE EDITOR 





Chrysler Corporation cars. In engines, au- 
tomatic transmissions and suspensions, in 
particular, the corporation’s cars are mag- 
nificently engineered and, in my opinion, 
unsurpassed. 
+ ~ * * 

DE SOTO WAS A VICTIM of the remarkable 
transformation now taking place in the 
medium-priced field. There are now six 
standard passenger makes in this class: 
Buick, Oldsmobile, Pontiac, Mercury, 
Chrysler and Dodge. 

Of the six, Mercury and Dodge have 
only token representation by a single 
series of each and currently are concen- 
trating their efforts in the next lower- 
priced class. Buick and Olds and Pontiac, 
while retaining a healthy assortment of 
series in the medium field, also are push- 
ing versions of lower-priced cars. So in 
the entire group, only Chrysler is hold- 
ing its lines in line, although even its 
name is now being linked by rumor with 
another price class. 

This is an amazing development, par- 
ticularly since there does not appear to 
be any universal sentiment among car 
buyers against moving up into the me- 
dium field so long as there is reasonable 
benefit to be received for the increase in 
price. Perhaps this is the problem. The 
mediums may be erring in attention to 
luxury features, rather than to new and 
exclusive design features. 

There will be much more in specific 
information on this subject in the March 
issue of MOTOR TREND. In that issue 
we'll be offering road test reports on all 
the cars in the medium-priced class. 

* * * * 
IN THIS ISSUE OF MT, of course, are the ex- 
tensive road tests of the complete class 
of 1961 compact V-8’s. This is the new- 
est group or class of cars by Detroit. 

It is generally agreed that these V-8 
compacts are one type of cars that will 
enjoy wide driver and buyer popularity 
in the immediate years ahead. They are 
said to be ideal in size, price, engine 
power for American tastes. 

If these cars are so much a part of 
the future, there is one very odd and 
obvious point that could stand clarifica- 
tion. The V-8 compacts all are products 
of General Motors, American Motors and 
Studebaker. Where are the V-8 compacts 
of Ford Motor Company and Chrysler? 

Is it possible these two auto makers, 
each famous in its own way for V-8 
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power, have overlooked development of 
V-8 compacts? Apparently that’s what has 
happened. There is no indication at this 
time that there will be, say, a Falcon or 
Comet V-8, or a Valiant or Lancer V-8 — 
or some version by another name derived 
from these existing designs. 

While noting such remarkable omis- 
sions, there’s one more to be made: none 
of the V-8 compacts are associated with 
the car divisions that have popularized 
the low-priced V-8 in the past, neither 
Ford nor Chevrolet nor Plymouth. 

- * . * 
FOR YEARS AND YEARS it has been said again 
and again, and if some people were un- 
convinced they should be now. 

What has been said so often is that 
the so-called independent car makers 
have pioneered more than their share of 
innovations in U.S. car design. It’s prob- 
ably a mistake to still call American 
Motors and Studebaker-Packard “inde- 
pendents,” but whatever they are called, 
they unquestionably have shown GM, 
Ford and Chrysler the way. 

The whole compact car idea originated 
with them, and was developed by them. 
And now we see that their V-8 compacts 
were well ahead of the Buick-Olds- 
Pontiac versions. 

If AM and S-P have been showing the 
way, and apparently they have, it is in- 
teresting to observe what they are doing 
now that Ford and GM and Chrysler will 
adopt. My guess is that it will be the 
high level of material and manufacturing 
quality. Rambler and Lark are ‘way out 
in front with this feature now — and the 
rest need it badly. 

* - - * 
IF FORD AND CHEVROLET lack V-8 compacts 
for 1961, what are they going to do 
about it? They won’t ignore the situation 
— that much is certain. 

There are reports from usually reliable 
sources on what will happen for 1962. 
Ford, for instance, is said to be preparing 
as part of next year’s standard Ford line 
a new series believed to be about one 
foot shorter overall than the current 1961 
Galaxie and on a wheelbase four inches 
less than the line now uses. This re- 
portedly will supplement the standard- 
size 1962 Fords. What the shorter Ford 
will be, if this information is correct, 
is a compromise in dimensions between 
standard lengths and the existing Buick 
Special, F-85 and Tempest. 

The 1961 Galaxie is 210 inches long 
on a 119-inch wheelbase. The Tempest 
is 190 inches overall on a 112-inch 
wheelbase. So the 1962 shorter Ford 
would be approximately 198 inches long 
and 115 inches in wheelbase. 

The forthcoming 1962 Chevrolet in 
the shorter size is said to be 200 inches 
overall on a 114-inch wheelbase. Chev- 
rolet, however, reportedly is not fully 
committed to this new size and the final 
decision probably is being made now. /MT 
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to your 

taste for luxury 
... at a price 
within 
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BORGWARD 


Knowing what vou wanted in a car was one thing... 
being able to afford it was another... until Borgward 
came along. For here is a car loaded with luxury... 
engineered to the precision standards you rightfully ex- 
pect of West German craftsmen... built to uncompro- 
mising quality standards... vet priced in the range of 
ordinary compacts. Its greatest virtue, basically, is its 
dependability — you never see a Borgward with its 
hood up. Discover all this perfection, discover the econ- 
omy of purchase and operation, for yourself. Road test 
a Borgward today! 
THE VIRTUE OF DEPENDABILITY IS PRICELESS 
Write Fay Illustrated Brochure and Name oj Your Nearest Di 


FERGUS IMPORTED CARS, Inc. BORGWARD MOTORS CORP. 
1717 Broadway (at 54th St & 1160 Park Square Build 
New Y« rk 19, N y ‘ Boste lt Ma 
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RUGGED RELIABILITY TEST: 


NEW TEMPEST 
DRIVEN ROUGH 


AND HARD BY 


TEAM OF 
TEENAGERS! 
bt tte ocak 





Six of the teenagers photographed at a rest stop in Denver, 
Colorado. Left to right: Roger Anthony, John Sheffler, Jay 
Hall, Larry Weber, Jim Bader and Bob Quaid. 


THE HOT TOPIC IS THE NEW 


TEMPEST 
BY PONTIAC! 


ONO MY QUOD 











When you turn a couple of new cars over to a 
team of teenagers, you know the cars will get a 
real test of performance and durability. That’s 
exactly what Pontiac did last July 1 with a 
Tempest Sedan and a Tempest Safari! The only 
instructions: ‘“Keep them moving 24 hours a day. 
Treat them rough! Pile on the miles! Drive 
safely. Stick to the traffic laws.” 


The Tempest had already passed all the usual 
car tests (2,600,000 miles of testing by pro drivers 
and engineers). But this was the big one. A new 
and different kind of test. Pass this and the 
Tempest had it made. 


It was a responsible assignment. The kids knew 
it and they bought it—100%! Sure they got 
tough with the cars. But that’s what Pontiac 
expected—and wanted! That’s the way you find 
out how much a car can take . . . how much it 
can deliver. 


PONTIAC RELIABILITY PROGRAM PAYS OFF! 


The test ended on October 15, 1960. The dura- 
bility run proved conclusively that the new 
Tempest (with the 4-cylinder engine up front .. . 
transmission in the rear . . . flexible, triple-alloy 
steel drive shaft . . . 4-wheel independent suspen- 
sion . . . integral body and frame) gives the others 
something to shoot for on ride, economy, per- 
formance and reliability. 


THROUGH 48 STATES, CANADA, TOO! 


Supervised by three Pontiac engineers, these 
teenagers really man-handled the Tempest through 
48 states and 7 Canadian provinces. They ram- 
med the cars over back country roads! Held it at 
the legal limit on expressways! Breezed it up and 
down Pikes Peak with no sweat! Scooted across 
scorching deserts. 


EQUAL TO SEVEN YEARS OF DRIVING 


Day and night the miles piled up. 100,947 on 
the Sedan; 101,002 on the Wagon. Roughly the 
same as 7 or 8 years’ driving. The cars got no 
special care. The protective maintenance pro- 
cedures recommended in the Owner’s Manual 
were followed—and it paid off! Plugs, points and 
fuel filters were changed every 12 to 15 thousand 
miles. Brakes were adjusted a couple of times but 
never needed relining! Tires were changed twice. 


(Here are the other repairs. Sedan: 19,194 miles— 
starter solenoid changed. 20,701 miles—windshield 
cracked by stone. 40,094—left rear back-up light re- 
placed. 62,765 miles—fuel pump replaced. 96,492— 
generator brushes replaced. 98,549—radiator leak 
repaired. Wagon: 4,576—light switch replaced. 
16,192—stone chip in windshield. 40,591—heater 
switch connector loose. 51,368 miles—flying rock 
pierced gas tank. 96,527—generator brushes replaced. 
97,210—rear wheel bearing replaced.) 


That’s it! And that’s low-cost, trouble-free 


driving. Check the Tempest out yourself! See 
your Pontiac dealer. Get the keys. Drive it. 


PONTIAC MOTOR DIVISION . GENERAL MOTORS CORPORATION 

















TEMPEST SEDAN POUNDED 


100,947 ea 


FROM COAST TO COAST, BORDER TO BORDER 








What a problem! Evaluating all the 
claims made by oil companies, and 
deciding which lubricants will do the 
best job in your car. 

And what a problem for the oil com- 
pany, too. Because, short of sending 
every customer a vest-pocket labora- 
tory, it’s pretty hard to prove you've got 
the best product on the market. 

D-A offers two giant steps in the right 
direction: 

1. An interesting, semi-technical pam- 
phlet explaining the benefits D-A has 
engineered into D-A Speed-Sport Oil 
and D-A Speed-Sport Gear Lube. It’s 
yours free for the asking. 

2. A unique claim: YOU CAN HEAR 
THE DIFFERENCE! 

Find out... TODAY. 


Distributor Inquiries Invited 


RACING 


D-A LUBRICANT CO., INC. 
1331 West 29th Street 
INDIANAPOLIS 23, IND. 
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GIVE US A BRAKE! 

I have anxiously been waiting for 
the Pontiac Tempest and was delighted 
to see this car equipped with 15-inch 
wheels. 

Since the transaxle, especially with 
an automatic transmission, is quite volu- 
minous, the use of 15-inch wheels was 
indicated in order to prevent central 
bottoming, which could easily occur dur- 
ing extreme simultaneous upward de- 
flection of both swing axles. In the 
Corvair, with its three-inch-narrower 
tread, this problem was of less concern. 

On the other hand, I was disappointed 
to see the brakes specified as having 
nine-inch drums and only 115 square 
inches of lining area — this is 15 square 
inches less than on the Special and F-85, 
although the four-cylinder Tempest 
weighs about 200 pounds more. 

Now, why in the world could Pontiac 
not take advantage of the larger wheels 
and fit them with 12-inch, or at least 
11-inch, drums in order to increase the 
total effective lining area to at least 140 
to 150 square inches? Again, out of 
necessity, and this time to save the cost 
for larger brakes, they are probably just 
using Corvair’s swing axle units, of 
which the brakes are an integral part. 

I think that this is money saved in the 
wrong place. I have no doubt that these 
relatively small brakes will still be quite 
effective; however, their linings will 
show more rapid wear. 

Now I will have to. wait until they 
come out with more adequate brakes; 
and if they don’t, I will have to shop 
somewhere else. 

Herman Schaerf, M.D. Baltimore, Md. 


OBJECTIVE MISUNDERSTOOD 

I don’t think the letter from Jay 
Clapp in your December issue should be 
left unanswered. You will recall that 
Mr. Clapp took issue with the selection 
of the winner in your recent “Project 








Ideas” competition, and went on to sug- 
gest that the American car stylist “de- 
signs a body and then expects the 
engineers to be able to put a satisfactory 
chassis and powerplant under it.” 

First, Mr. Clapp misunderstood the 
whole objective of the “Project Ideas” 
contest. As I recall, it was never specified 
nor even implied that contestants were 
required to design a car that could be 
put into production now. In fact, as the 
title indicates, entries were meant to be 
forward looking. This idea is perfectly 
valid, and is certainly in keeping with 
current automotive practice. Neither the 
advanced stylist nor the advanced en- 
gineer is expected to ignore possible fu- 
ture developments in his field simply 
because they are not now practical. This 
refusal to assume that something cannot 
be done merely because it has not been 
done has been largely responsible for 
the tremendous progress made by the 
automotive industry during the past half 
century. 

Secondly, Mr. Clapp is setting up a 
convenient straw man when he contends 
that the stylist dictates to the engineer. 
Both automotive styling and automotive 
design are matters of compromise. Nei- 
ther is predominant in the councils of 
those who decide the appearance and 
the make-up of upcoming models. 

In assessing the value of a car, Mr. 
Clapp obviously attaches greater im- 
portance to engineering than to styling. 
That certainly is his privilege. But until 
it is proven that the overwhelming ma- 
jority of the American car-buying public 
feels the same way, he should not expect 
automotive manufacturers to deliberately 
de-emphasize those aspects of a car 
which have proven their importance as 
valuable merchandising considerations. 
George A. Haviland Styling Cente: 
Public Relations Asst. Ford Motor Co. 


A THREE-DOOR TEMPEST? 

The Pontiac Tempest pictured on the 
cover of your November issue appears to 
be a four-door model on the left, and a 
two-door on the right. Is this a specially 
built demonstration car? 

Robert Dorhauer St. Louis, Mo. 

Many of our readers have written in 
to inquire about this “three-door sedan.” 
Our covers are prepared months in ada- 
vance of publication, and at that early 
date this design prototype, which affords 
its makers a view of both body styles, 
was the only Tempest available for 
photographs. 


NOTHING WRONG WITH ‘61 STYLING 
I have just been reading your criti- 
cisms of the 1961 styling (Dec. MT). 
It seems that although none of the auto 
manufacturers can find good stylists, 
your thee former stylists can style all of 
our ’61 cars. 
They say that the 1961 Chevrolet has 
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too many lines. I'll admit that there are 
better cars on the market than the ’61 
Chevrolets — the ’61 Ford for instance 
— but the number of lines isn’t what 
is wrong with it, if anything is. 

They also said that too many lines 
ruined the 1959 Chevrolet. I think that 
was one of the things that made this car 
a really good-looking one. 

I'll bet that in four years the people 
who can’t afford a new car this year 
will say they wish Detroit would build 
beautiful cars like the 1961 models. 
Gary Newton Lingle, Wyo. 


The second stylist criticized the 1961 
Rambler Ambassador as not being well 
integrated. I am inclined to disagree. To 
me the '61 Ambassador is the _best- 
looking car American Motors has ever 
put out. It is truly a prestige model 
and a luxury car. 
David Wattez Paramus, N.J. 
HOW COME? 

Enjoyed your article on 1961 styling 
and the comments by the three profes- 
sional stylists. 

As an admirer of good design, I sub- 
mit the Lotus Seven America. Part by 
part it looks homemade and ugly — 
but put it all together and it is the 
cutest creation on wheels. How come? 
Joe McBride Stockton, Calif. 


NEXT VICTIM? 

I’m sorry to see Ford drop Mercury. 
True, the name is being continued by 
tacking it onto a Ford unit, but com- 
parison of specifications reveals that the 
real Mercury is no more. 

This is the method Nash used with 
Hudson and Studebaker used with 
Packard. 

Let’s hope Ford is more successful. 
Edward F. Schlist Blossvale, N.Y. 


A VOTE FOR VALIANT 

In your November issue a_ reader 
criticized your choice of the 1960 Corvair 
as “The Car of the Year.” He thought 
Falcon should have been the winner. 

Falcon has offered nothing to the 
industry except a cut-down car—no im- 
provements. Corvair has offered quite a 
bit, but my choice would not have been 
either of them. 

Valiant to me should have received 
the award. 

Race car drivers never use roll bars 
in Valiants because of their strong con- 
struction. The slant Six to improve the 
intake manifolds is an excellent feature, 
and the alternator is a wonderful im- 
provement. 

Valiant should have won hands down. 
John E. Miller Springfield, Pa. 


“OSTRICHVILLE, U.S.A.” 
One might wonder if “Motor City” 
might not change its name to “Ostrich- 





LUCAS ACCESSORY LAMPS 


Original equipment quality! Whatever make car, whatever your 
styling preference, you'll find a smartly designed Lucas accessory lamp to 
suit your individual lighting needs. In rallies or any night driving, regardless 
of weather, you'll see more while you add distinction to your car. But lamps 
are only a part of the complete range of genuine Lucas “made in Britain” 
accessories. Ask your dealer to show you the entire line. 


And send for the free new Lucas 12-page accessories booklet. 


LAMPS ¢« DISTRIBUTORS « WINDSHIELD WIPERS « HORNS 
REGULATORS ¢ STARTERS « BATTERIES « GENERATORS 
COILS « GIRLING BRAKES e GIRLING SHOCK ABSORBERS 


United States Factory Branches 


LU CAS ELECTRICAL SERVICES, INC. 


Dept. MT-2, 601-509 West 42nd Street, New York 36, N. Y. 
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An ALL NEW Production of the Nation's Leading Automotive Expo- 

PRESENTS sition. Over 125 Selected Automotive Masterpieces. Rare Antiques, 
* Classics, Fabulous Customs, Dream Cars, Record Hot Rods, Race 

+ gS + Cars, International Sports Cars, Cycles, Karts, Motor Equipment and 
iT .* Accessories. Plus AUTORAMA THEATRE: An Exciting Program of Inter- 
national Track and Road Races in Sound and Color. It’s Entertaining! 
It's Educational! There's Something for Every Member of the Family. 


if you like cars, 
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1ith ANNUAL NATIONAL 


VNU COU NAN 
CONN. STATE ARMORY FEB. 22-26 4 ! 


HARTFORD 


Make your application for show. car, exhibit booth and program advertising space NOW. 
AUTORAMA CORPORATION 2, MEADOW PARK DRIVE, MILFORD, CONN., TRINITY 4-5718 
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LOOK ALIKE- 
DON’T THEY? 





The design of these sets of rings is identical. 


Comparison stops right there! 


Piston Rings, Set “A” on the left, were cut off ordinary pipe. When 
installed in a test engine, they will fail to function. 


Piston Rings, Set “B” on the right, are the standard machined 
GRANT Piston Rings with their time-honored close-grained, indi- 
vidually cast, gray iron . . . proved best for ring bearing surfaces. 
After being subjected to 36 factory inspections to insure their effec- 
tive operation, GRANT Piston Rings will maintain high horsepower 
for the many thousands of test miles required. 


Send for the latest 
GRANT Jobber information For POWER and OIL CONTROL 
GRANT PISTON RINGS 





Gran S stand out by any comparison. 
t{ ' 
PISTON RINGS SS 


GRANT AND GRANT, 241 


NO. WESTMORELAND AVE.,LOS ANGELES 4, 








173.07 M.P.H. DODGE DART- Norm 
Thatcher, Van Nuys, Cal., owner, 
established fastest time with 
~ BL . engined, stock-bedied sedan 
us’ pump at 1960 
Bonneville Nationals. ac 

Class A Record, 164.245 M.P.H.; Class 
B Record, 164.087 M.P.H. Both twe- 
way averages. 


“You can be sure | wanted GRANT 
Piston Ri for my record attempts 
because, after 38 years in the gar: 
business, | know they are dependab 
and trouble free,” said Norm. 


CALIF. 
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@ Electrical Circuits 1 MT-261 : 
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© Floor-Shift Conversion Units 1 Send me my copy of 1961 HOT ROD ANNUAL: | 
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@ Ready-Made Dragster Parts 1 1B-198 | 
@ Carburetion Systems : NAME : 
@ Fuel Injection ' (PLEASE PRINT) 1 
@ The Newest in Hot Rods ; ADDRESS. ; 
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Letters 
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ville” with some justification. 

Although “head in the sand” is not 
an American heritage, it is becoming an 
American trait—and further, Detroit 
has a monopoly on the exercise. 

In a recent article in another publi- 
cation, emanating from Detroit, a state- 
ment is made to the effect that the buyer, 
the public, ultimately will benefit from 
the design and development of the new 
compacts forced on Detroit to compete 
with the foreign imports. 

This could be true. What is blandly, 
self-righteously overlooked, and never 
stated, is that Detroit was more than 
content to milk the public by continued 
output of mechanical monstrosities de- 
pression-spawned, in the 30s, virtually 
unchanged. Their outmoded chassis were 
buried under bales of annually re- 
crimped tin, and hopelessly, dangerously 
inadequate to handle the power that was 
being crammed under their hoods. 

The American automobile stood, a 
monument to the greatest productive 
machine in the world — oversized, over- 
tired, bulbous, two tons of undersprung, 
underbraked transportation. Equipped 
with brutish, gas-gulping engines, they 
were capable of speeds far in excess of 
their own capacity to cope with, safely. 
Unbalanced, with weight concentrated 
over the front wheels, to provide a foam 
rubber ride, they were built to run on 
smooth concrete turnpikes, in a straight 
line, and proved dangerously unruly and 
unpredictable in a corner at anything ex- 
ceeding a snail’s pace. 

They were expensive to buy, and 
expensive to maintain. Repairs became 
a contortionist’s nightmare, while the 
time clocks ticked on! 

Scarcely a single effort was forth- 
coming to adapt the running gear, sus- 
pension, steering, and most important, 
brakes, to the nationally noted and dis- 
cussed increase in average driving speeds, 
and attendant accident rates. Nothing 
was done to even maintain the status- 
quo in fuel consumption — let alone 
improve it. With costs of repairs jump- 
ing on every hand, not a single effort 
was made to lessen the need for repair 
or replacement. On the contrary, the 
advent of big-bore, high-compression 
engines and increasing insistence on 
factory-installed incredibly complex au- 
tomatic transmissions and gadgetry in- 
stituted a new and extensive burden of 
replacement costs. 

In fact, the major area where changes 
were being made at a frightening rate, 
in the tin outer shell (which the public 
was blithely expected to pay the retool- 
ing costs for), was being deliberately 
made less functional and absurdly dif- 
ficult to service and repair. Non- 
detachable fenders, undersize wheels 
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and oversize tires, bent glass windshields 
with built-in distortion, incredibly intri- 
cate grilles, and uselessly decorative and 
prohibitively expensive bumpers that 
dare not be bumped, are just a few 
examples. 

This, then, was the American Auto- 
mobile, the Pride of Detroit, a few years 
ago, when the Mighty Mites began the 
trickle into U.S. markets, a trickle that 
was destined to reach tidal wave propor- 
tions. All of this was continued and 
expanded with no sign of letup, until 
the advent of competition from abroad 
—and even then, only as a token, des- 
peration measure, not a planned devel- 
opment of product improvement. 
James H. Roper Little River, Calif. 


INTELLIGENT LETTERS 

I would like to congratulate MOTOR 
TREND upon the selection of an un- 
usually high percentage of intelligent 
letters from readers in the December 
issue. 

These letters, for the most part, are 
informative, serve a useful purpose and 
are a pleasure to read. 

Under the caption, “Reflection of the 


Times,” the letter on styling by Jay 
Clapp contained some very sensible 
arguments. 


“Biggest Stumbling Block,” by Peter 
B. Moors of Miami, is a well put com- 
plaint. Living in the Miami area, I can 
appreciate Mr. Moors’ complaint and 
would endorse his statements 100 per 
cent. 

“A Few Words of Praise,” from Wil- 
liam H. Asenbeck, echoes the sentiments 
of a fast-growing segment of car buyers 
who have become disillusioned by the 
offerings of the “Big Three.” People 
are fast becoming aware of the high 
cost of “planned obsolescence” through 
annual styling changes, change for 
change’s sake, plus some very question- 
able engineering practices to accom- 
modate the radical styling. American 
Motors and Studebaker-Packard, on the 
other hand, have adopted a more prac- 
tical, common-sense policy of concen- 
trating on quality and _ trouble-free 
operation. This policy is now beginning 
to pay off. 

Let’s have some more of these sen- 
sible letters. 
R. W. Martin No. Miami, Fla. 
SOLD ON SAAB 

After reading your recent article on 
the DKW 750, I feel I should call 
attention to a car that is similar in 
many respects and superior in some. 
This is the little Swedish Saab that is 
gaining in popularity in the eastern 
parts of the country but evidently is 
not too well known out West. 

I first noticed the Saab about a year 
ago and after a few hours behind the 
wheel, bought one. Trying to coil my 














Memo to AUTO UNION-DKW owners: 


Your car bears a proud heritage. Remember the 

200 mph, 660 HP Auto Union racers of the ‘thirties? 
Some of their records still stand. Today's Auto 
Union=DKW has made its mark in racing through 

DKW Formula Junior successes at Sebring, Riverside 
and on many other circuits in the U.S.A. and Europe. 


Auto Union=-DKW is in good hands as part of 
Daimler-Benz in West Germany. In the U.S.A. it 

is now distributed by Mercedes-Benz Sales, Inc., 
distributor of Mercedes-Benz cars. Thus, its 

future is assured. Service and parts depots are 
established and a growing dealer organization is 
being formed to sell and service these cars. For 
information concerning location of Auto 

Union=DKW dealers and service points, write: €2323 
Sales Manager, Mercedes-Benz Sales, Inc., 635 Y DKW 
South Main Street, South Bend 27, Indiana. 














NOW... You, too, can have a car that 


LUBRICATES ITSELF... 








$2295* 
NEW WALKER 
FULLY AUTOMATIC 
LUBRICATION 
SYSTEM 


@ FULLY AUTOMATIC —every chassis 
fitting gets new lube job every time 
you start engine. 








Enjoy the convenience and protection of 
automatic, full-time pressure lubrication 
on your car. Forget about “1000-mile- 
grease -jobs” . cut repairs .. . keep 
your car riding like new always with a 
new Walker Lubricator. Easy to install, 
fully guaranteed, pays for itself. 

* (plus installation — Walker Lubrication Systems are available 
for all makes and models — number of fittings doterenane cost) 


@ TESTED and PROVED—on all types 
of cars, trucks and buses... shields 
fittings from winter slush, road salt, 
summer grit. 





Please send FREE installation Segre and 
estimate on the vehicle described here: 


ene OF MNOS hao) a5. ais cs FRG we | ee 
Automatic Transmission: ae mys PO; csi alk 
Power Steering: Wes 1 ae 
installation diagram Engine: 6 Cylinder :....<:6...%. 8 Cylinder 2. .i..4.. 
a — 6 CC RR 8 ire tec yer 5 VA OER, oes 
NE. 55's bas ga hat ig Ae ae eee 


MAIL TODAY! Bit) \qiepeeeenenenenenes aaa Se DIE 


WALKER MFG. CO., Racine, Wis. / Dealer Inquiries simina 
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MOTOR TREND MAGAZINE 


Send me the next 12 months of MOTOR TREND for $3.50 


NAME____— _— MT-261 
(please print) 
ADDRESS. 
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IT’S SMART TO READ MOTOR TREND EVERY MONTH 


DIRECT DETROIT PIPELINE — bringing you an exclusive monthly report 
on all the very latest news happenings in the motor city. If it’s recent and vital 
and if it originated from Detroit, here’s a magazine specialty we're proud of... 
read all the details first in Motor TREND. 


ON-THE-SPOT EUROPEAN COVERAGE -— bringing you a most unique 
brand of “round the clock” reports on major European automotive events. Read 
the news now, when it happens — not some vague and hazily distant date in the 
far-off future ... read all the details first in Motor TREND. 


CURRENT CAR-BY-CAR SPECIFICATIONS —bringing you down-to- 
earth comparison charts and specification reports on all the current car models. 
If you’re looking for a dependable analysis of some specific model’s potential... 
read all the details first in Motor TREND. 


EXCLUSIVE MOTOR TREND BUYER REPORTS — bringing you the 
honest-to-goodness story on which car model is the right one for your need. No 
matter what your situation requires of the car you buy, you'll find it here... 
read all the details first in Motor TREND. 


EXCLUSIVE MOTOR TREND PREDICTIONS — bringing you an entirely 
new concept of forecasting coupled with a proved record of “make good” pre- 
dictions. Here is the one major magazine in its field that specializes in the art 
of plain talk...read all the details first in Motor TREND. 


FULL RANGE ROAD TESTING — bringing you America’s favorite brand 
of fully illustrated road tests. One of the most quoted features in modern maga- 
zine history, the driver’s view of road handling and acceleration performance 
...read all the details first in Motor TREND. 


SAVE A FULL 17% OFF THE NEWSSTAND RATE — bringing you all 
of our subscriber privileges and saving you money at the same time, it’s the 
low-low MOTOR TREND SUBSCRIPTION RATE...a special bonus for all 


Motor TREND subscribers. Mail this coupon today ! 


5959 Hollywood BLVD., 
Los Angeles 28, Calif. 


[_] my $3.50 enclosed [| bill me later 
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six-foot-nine-inch frame into any do- 
mestic car was getting more and more 
difficult, and I had long ago given up 
hope that any foreign car would offer 
more in the way of head- and legroom. 
Then a friend dared me to try his 
Saab, and I knew I'd found my car. 

I have put 20,000 miles on my Saab 
and have found that, in addition to 
being really comfortable for a big man 
to drive, it is a rugged little performer 
with plenty of appeal for the person 
looking for an inexpensive family car 
that is also fun to drive. 

Brad Rockett Longmeadow, Mass. 


NOT DISCOURAGED 

In your September issue I read a 
letter from Dean Colley and in the 
December issue one from Al Lang. 
Both of these letters dealt with the 
problem of the vanishing mechanic on 
the American automotive scene. 

I agree with both these letters, but 
I have a different view of the problem. 
I am a senior in high school and will 
be out on my own in a few months. I 
will be going to a local college, where 
I will take a two-year course in Auto- 
motive Dynamics. 

I plan to be an experimental designer 
if I can make good in college. If I 
don’t get into the executive end of the 
industry I would still like to be a me- 
chanic — even if the pay is terrible. 
Arthur Zibowsky Bayside, L.I., N.Y. 


BREAK WITH TRADITION 

This is in regard to the letter from 
John Michalowicz in the November 
MOTOR TREND. 

In my opinion, the headlights on the 
1961 Imperial are the first introduction 
of a break in the 30-year tradition of 
molding the headlights into the fenders. 
Although there are always people who 
will scream at the slightest break in con- 
formity, Chrysler Corporation must be 
praised for its originality of design. If 
reader Michalowicz had gotten past 
criticizing the headlights, he would have 
noticed that the taillights are also free 
standing and that the two are a part of 
the trend of design. 

It seems to me that if the Imperial 
is to be criticized for its headlights, 
Cadillac should also be criticized for 
its use of an inverted fin on the 1961 
model. 

For my money, the Imperial is much 
the better of the two cars because of 
such engineering advances as AC alter- 
nator, torsion bar suspension, etc. 

In my opinion, the perfect car for 
Mr. Michalowicz is the 1950 Ford, 
which has absolutely no distinguishing 
characteristics whatsoever. 


David West Austin, Tex. 
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WHAT MOTOR TREND EXPERTS SAY ABOUT THE 











DATSUN Bluebird 








ENGINE SPECS? 72.5 cubic inch ohv four- 
cylinder engine which produces 48 hp at 
4800 rpm and 60.7 ft. Ibs. of torque at 
2400 rpm; conventional, yet neat and prac- 
tical. Everything is laid out to make serv- 
icing simple. 








STEERING? The steering is light, precise 
and extremely fast. The 16-foot radius turn- 
ing circle is excellent for darting in and out 
: i : ; v 

of traffic and squeezing into tiny parking \ \ 
spaces too small for most other cars... 
will take the sharpest turns almost flat and 


—— 














INSIDE FINISH?...serviceable and taste- 




















with little tire squeal. ful, and detail workmanship in fitting and 
/ finishing is above average... 
PERFORMANCE?... good lugging capabili- \ 





ties even in high gear. The shift lever is one 
of the few column-mounted units found on 
imports that are reasonably precise and 
firm. 


ROOMINESS? Generous head and leg room 
... traced to the fact that in Japan the 
Datsun is one of the most popular taxicabs. 




















SUMMARY:... difficult to find a better car for traffic, parking 
and short trips...extremely rugged and should have a long life 


where heavier than average loads for a small car are hauled... 
well-rounded rugged automobile at low cost... 


YOU'LL NEVER GUESS THE PRICE! 


For list of dealers, or for information on dealership opportunities, write nearest factory branch 





















— 


NISSAN MOTOR CORP. IN U.S.A. 


137 E. Alondra Bivd., Gardena, Calif./221 Frelinghuysen Ave., Newark, N.J. 
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WHY ISNT 
THIS 
wn PLATED 


? 


Almost everyone agrees, Autolite doesn’t make the 
prettiest spark plugs in town. The new shiny kind 
are much more att:2ctive. Obviously, there is a reason 
why these plugs are blue. The color itself doesn’t make 
any difference. But it does tell you a lot about the way 
the spark plug is made. Example: The way the 
shell is sealed to the insulator. This seal guards 
against loss of compression, sluggish perform- 
ance, poor fuel economy. In building its 
blue plugs, Autolite seals the shell to 
the insulator under tremendous heat and 


AUTOLITE the name is Autolite. Toledo 1, Ohio. 


pressure. No plated shell could stand this treatment; 
it would crack, peel, discolor. Plated spark plugs are 
usually caulked with powder and the shell crimped 
to the insulator. Is this difference in sealing methods 
really this important? It is if you are an economy 
nut, or a performance nut, or just a guy who 
doesn’t take chances on anything he buys for 
his car. Next time you need a new set of plugs, 

remember two things. For top perform- 

ance and economy, the color is blue, 














More smoke on Chevrolet’s 1962 smaller small 
car is blowing around Detroit. Latest rumble is 
that Chevy has a new cast-iron four- and six- 
cylinder engine already tooled. Most difficult to 
believe is the report that the engines are flat- 
heads! 


Short Fords and Chevrolets for 1962. Accord- 
ing to informed sources, that appears to be the 
prospect. The 1962 Ford will have, as part of the 
standard lineup, at least two series that are 
approximately one foot less in overall length 
than the current 1961 models. Wheelbase will be 
shortened from 119 inches to 115. The 1962 
Chevrolet may turn up a version of roughly the 
same dimensions. 


Falcon and Rambler are emerging as the 
“Ford-Chevrolet” rivals of the economy compact 
car class. The Falcon and Rambler currently are 
accounting for approximately half of all the 
compact sales — and most observers figure that 
they‘Il continue to dominate. 


Raymond Loewy and Studebaker-Packard have 
renewed their once-famous affiliation. The de- 
signer’s firm has been retained by the South 
Bend automaker as consultants in advance styl- 
ing. This partnership has been known to produce 
some of the most esthetically successful car 
styles in recent years. 


America’s first ultra compact may come from 
a fire engine plant. Seagrave, the dean of U.S. 
fire truck builders, has. announced purchase of 
prototypes and design rights for a small 94-inch- 
wheelbase sedan from a Detroit corporation. The 
new car would be Volkswagen size, but would be 
“‘hand-crafted”’ to sell near $3,000. Buyers would 
have choice of four, six or eight-cylinder Con- 
tinental engines in coupe, sedan or station wagon 
bodies. Production will be limited to 25,000 units 
yearly. 


The National Hot Rod Association’s WINTER- 
NATIONALS have moved west. Initially held at 
Daytona Beach the big event’s 1961 location will 
be the Pomona Drag Strip in California. Slated 
for February 17, 18 and 19, the “Big Go West” 
will have top ranking entrants from all parts of 
the country competing under the supervision of 
the NHRA’s regional officials. , 


Buyers of the new aluminum engines can ex- 
pect a little longer wall wear. The centrifugally- 
cast-iron cylinder sleeves are about 30 per cent 
harder than conventional gray iron used for cyl- 


inder blocks. This should add a year or more to 
engine life before reboring is necessary. 


Chrysler will use cast-in iron sleeves in their 
new six-cylinder aluminum block, following the 
lead of GM and American Motors. This is the 
best answer at present but engineers hope event- 
ually to be able to use hard silicon-aluminum 
alloys that take piston rubbing without sleeves. 


Some GM divisions could go to independent 
rear suspension for 1962 with a minimum of 
tooling changes. In some cases new ‘61 frames 
were designed to take i.r.s. systems with only 
minor changes, and space has been left for extra 
mechanism around the trunk area. At least two 
divisions are likely to switch over for the ‘62 
model run. 


Motor Trend readers may have been confused 
by a discussion in the November issue of the 
1961 engines when the author referred to the 
new GM crankshafts as cast of “ductile iron 
instead of forged steel.’ This not too specific 
description referred to ‘“‘ArmaSteel,” a pearlitic 
malleable iron which has been modified by alloy 
additions for crankshaft purposes. This is a su- 
perior material with several advantages over steel 
forgings. 


De Soto is done. Its production was terminated 
by Chrysler Corporation on November 18, after 
approximately 3,000 models had been built. Buy- 
ers who had purchased the ‘61’s prior to the 
announcement have been granted a $300 rebate 
on any other Chrysler Corporation car purchased 
before January 1, 1963. With the death the 
Plymouth-De Soto-Valiant division has changed 


Studebaker’s Lark now offers this unique optional 
sun roof on all of its sedan and hardtop models. 
The vinyl folding roof is fully weatherproof. 
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its official name to “the Plymouth Division” of 
Chrysler. 


Chevrolet’s highly regarded Monza version of 
the Corvair, until now available only as a coupe, 
is about to appear also as a four-door. Bucket 
seats up front are optional. 


New push on Simca. Chrysler is “‘concentrat- 
ing’ its import effort on the four-door Etoile se- 
dan, which has a New York port price of $1658. 
The 11 other versions of the French import 
apparently will get reduced attention. Also part 
of the plan is a network of single-line Simca 
dealers. 


What are the top 10 imports in sales? Final 
figures are not yet available for calendar 1960, 
but unofficial estimates look like this: (1) Volks- 
wagen, (2) Renault, (3) Opel, (4) English Ford, 
(5) Fiat, (6) Triumph, (7) Simca, (8) Austin 
Healey, (9) MG and (10) Mercedes. 


Look for aluminum brake drums to spread 
through GM car lines. Buick’s excellent results 
with aluminum drums have pushed other divi- 
sions to experiment. All divisions have test models 
on the road, and Cadillac is said to be close to 
offering them as optional — maybe in ‘62. 


Ford could beat GM into production with a 
“large” aluminum engine. All Big Three divisions 
are experimenting with aluminum engines in the 
300- to 400-cubic-inch range; but the word has 
been that first production would likely be for 
1963 models. Lately Ford seems to be forging 
ahead in development and could be ready by 
1962. 


A brand-new Go Kart is now the property of 
Mrs. Ralph E. Kitchen of Tampa, Florida, who 
submitted the winning entry in the recent two- 
line rhyme contest sponsored by L B Hair Prod- 
ucts in these pages. All other winners have been 
notified by mail. 


Olds has its eye on February’s Daytona events. 
Top brass are coming to believe that performance 
does sell medium-price cars. Word is that there 
will be a full line of heavy-duty chassis equip- 
ment and engine ratings up to 400 hp for the 
big Oldsmobiles. Equipment would include hot 
cams with solid lifters, high compression, triple 
two-throat carburetion (and possibly dual four- 
throat carbs). Streamlined exhaust headers are 
another possibility. Plans for F-85 performance 
equipment are up in the air. Optional power pack 
is assured, but there is no racing talk. Demon- 
stration runs with exhaust turbosupercharger at 
Daytona are mentioned. 


The MoPar Division of Chrysler Corporation 
will distribute remanufactured auto and truck 
ports on a nation-wide scale. 
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adding up the 61’s 


NEXT MONTH — after long deliberation and careful consideration — the 

editors of MOTOR TREND will report their selection of the “Car of the Year” for 1961. 
This is a major event. It means that from among all of the outstanding cars 

of the cutrent model year, just one will be selected for this -particuldr and unique award. 
Obviously, to merit such an award and the designation as “Car of the Year,” 

the car must be completely worthy. The selection is a responsibility that the editors 

of MOTOR TREND do not take lightly. . 
The award is not only one of recognition, but in its own way it may encourage 

nnd inspice, che soetacs OF oie > Sioa. ine kinds OF cars Amerie. Sante, Si 

The 1961 "Cor of the Year” will become the next member of the distin pee eek 
papetap bak: metagenome rer ee RA hoes ee 
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COMING UP — THE 1961 CAR OF THE YEAR 





Here’s the story 
of another 
engine expert 
who uses 


Champion spark plugs— 
and makes his personal 


sedan the hottest 
road car going... 


Karol Miller an 


1S ES a. MOE 

The Singer-Miller AA Dragster takes off on run that won ‘'Top Elimi- 
nator’’ title at ‘59 National Drags. Machine had blown Lincoln mill, with 
Chompion spark plugs. Dragster was only Miller machine that didn't 
go to and from track under its own power. 





Karol Miller (rt.) poses with Trophy Queen Glynanna 
Ham and Rodney Singer as they receive Champion 
Spark Plug Trophy at National Drags. Miller has doz- 
ens of performance trophies, all won with Champions. 
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Karol Miller takes his Champion-sparked flying Ford through the 
timing traps for a stock-car record at ‘57 Bonneville Nationals. 


is flying Fords 


On a street in Houston, Texas, an old jalopy pulls 
up beside a ’60 Ford Starliner. The two kids in the junker 
gun their engine and grin mockingly at the driver of the 
Ford. It’s an obvious challenge for an illegal ““Green 
Light Grand Prix.’ The driver of the Ford exchanges 
knowing smiles with his passenger—and completely 
ignores the challenge. Karol Miller doesn’t believe in 
breaking traffic laws. 

He just breaks records. A few weeks earlier, he sent 
that same Ford Starliner bulleting across the dazzling 
white wasteland known as the Bonneville Salt Flats—to 
set a new record for fully equipped standard stock cars 
running pump gas. A 2-way average of 157.902 mph! 

That Ford Starliner is the fastest road car in the country 
—and it’s truly a road car. Not only did Miller drive it to 
Bonneville from his home in Houston, he drives it all 
over the western United States on business. The car has 
over 40,000 miles on it, and carries weight not usually 
found in racing machines—including an air conditioning 
unit and power steering. Miller also likes to get good gas 
mileage. On the trip to Bonneville, with the car almost 
ready for its successful attempt at the record, he averaged 
19 miles per gallon! 

Miller is his own mechanic. He has “fooled around” 
with engines ever since high school days, when he started 
on his father’s Ford pickup. His entry into formal speed 
competition came when he went to the Bonneville 
Nationals in 1956, just to look things over. In the process, 
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Karol Miller pilots his latest Champion-sparked flying Ford to 157.902-mph record at Bonneville. Car did 150 mph on the salt 


before final ‘'setup’' for record attempt. Miller races strictly as a hobby, but says, ‘As long as you're going, you like to win.” 


he proved that his *56 Ford Victoria was the second 
fastest stock car on the salt. His 2-way average was 140 
mph, accomplished with a 312-cubic-inch engine com- 
peting in a class with a top limit of 408 inches. He beat 
all but one of these cars. Not bad for a first try! 

He took the same car back in °57, but with a smaller 
Ford mill: 302 cubic inches. Miller and his machine were 
the sensation of the meet. The fastest stock car there, his 
Ford rang up a 2-way average of 150.097 mph—breaking 
the previous record by 12 miles an hour! 

In ’57 he went to Daytona Beach. His ’56 Ford was 
placed in the red-hot “‘experimental’”’ class—because it 
was not of the current model-year! He finished fifth, just 
behind the factory teams. In 1958 Miller returned to 
Daytona. This time his 56 Ford ran the wheels off every- 
thing on the beach! His 2-way average was 153.110 mph, 
with a one-way mark of 155.844. This time his mill was a 
blown 272 inches—built from a Ford truck engine! 

Having proved he could go on sand as well as salt, 
Miller dropped Daytona and Bonneville in °59, and got 
interested in drag racing. His friend Rodney Singer has 
a Cadillac-powered dragster. Miller fixed up a Lincoln 
engine he had lying around and installed it. Miller gave 
up his dual role of driver and mechanic, leaving the 
dragster driving to Singer. They had a goodyear. For a 
climax they went to the National Drags in Detroit—and 
came home with the Champion Spark Plug Trophy for 
Top Eliminator. The Singer-Miller machine was the 


COMPANY « TOLEDO 1, OHIO 


nation’s top dragster! 

With no new dragging fields to conquer, the team 
retired from quarter-mile competition, and Karol Miller 
devoted full time to his business, which is drilling holes 
for oil-field exploration. But he kept his hand in, working 
in odd hours on his new ’60 Ford. With just three working 
days left, he made a last-minute decision to go to the 1960 
Bonneville Nationals. He got the car ready in time, and 
the 157.902 mph record resulted. 

Karol Miller has always used Champion spark plugs. 
“I’ve had very good luck with them,” he said. “With 
Champions, I just never have to worry about spark plugs.” 

Like many another engine expert, Karol Miller has 
proved that—whether you’re interested in speed or 
mileage—you can’t beat Champion-sparked performance! 


: 


FLASH: Champion-sparked '61 Ford Starliner sets 


new track record at Daytona. Aver- 
age two-lap speed—153.335! if 
Sovevrnad 


SPARK PLUGS 
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ee one 1S BOTH a wise and an unwise name for Buick’s new 
line. On one hand, the name is well known to Buick 
drivers and the general public. But, conversely, there are bound 
to be persons who believe the Special is still the low-priced 
version of the big Buick, and this is definitely not the case. 
The Special has an altogether different design that is lower, 
narrower and a full two feet shorter than a standard-size Le 
Sabre, Invicta or Electra. Interior space is not as generous, the 
engine is smaller, the car priced lower, and operational expenses 
are less. Undeniably, the Special is a line quite apart from the 
bigger Buick, and, at 188.4 inches overall length, is well within 
the compact class. 

At present the Special is being offered in only two body 
styles, a four-door sedan and a four-door station wagon. For 
this test two four-door sedans were selected — one with an 
automatic transmission and the other with a manual shifet. 

Although the Special has several innovations, it also has 
many engineering features in common with the bigger Buick. 
This probably explains something that became apparent early 
in the test — the Special drives and feels much like the bigger 
Buick, even to the sound of the engine. Yet, even with this 
close relationship, the compact has its own individuality. 

Starting with the engine, its operation is smoother than a 
Six or a Four. This, of course, is traceable more to the better 


BUICK SPECIAL 


too compact to be a traditional Buick, 
foo /uxurious to be a “compact 
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overlap of power than anything else and is equally true of 
any well engineered V-8. The Special is quieter and smoother 
at all speeds than the average six-cylinder compact. The sound 
of the engine has been effectively dampened, and little noise 
is noticeable in the passenger compartment. In this respect, 
however, the Special was judged slightly poorer than moderately 
powered standard-size V-8’s. One interesting observation was 
the foil-covered pad that was placed between the intake mani- 
fold and the valley between the cylinder banks. Plainly an after- 
thought, its only purpose seems to be to deaden internal 
engine noises. 

The Special seems to have an excellent balance between 
power performance and economical operation. Both the stick 
shift and automatic have good acceleration. The car is com- 
parable to moderately powered standard-size V-8’s and about 
three to five seconds faster at the 0-60-mph mark than a 
six-cylinder compact. In mid-range passing power the Special 
has far more zip than a smaller compact and is also a shade 
better than the moderately powered standard-size car. In the 
comparison between compacts the reason is naturally in the 
higher-powered V-8 which has a good torque curve. But the 
lighter weight of the Special, plus its improved automatic, give 
the compact its slight edge over the standard-size car. 

Economy holds an important position in automobile en- 
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full road test of the Special. The stick-shift version de- 


gineering today, and the Special’s aluminum powerplant is equal 
and even superior to most production V-8’s. In fact, the auto- 
matic’s final tally of 14 to 18 mpg is better than many standard 
V-8’s with a stick shift. The Special’s manual shift boosts the 
average to 16 to 20 mpg and is almost equivalent to the six- 
cylinder compact with an automatic shift. However, both 
economy figures are only average for V-8 compacts. 

Nearly every category of handling was judged above normal 
for V-8 compacts and very near the top of the Special’s class. 
In this respect the compact proved superior to its larger com- 
panion line with the possible exception of fast highway-speed 
stability, where the standard Buick still has an edge — but not 
by a very wide margin. Strangely enough, the Special rated 
excellent on hard cornering —an area in which most GM 
cars usually are considered acceptable but little better. Since 
the suspension is very similar to most other GM cars, the reasons 
are hard to pin down. One significant difference is in shock 
absorber valving. Of course, part of the compact’s better 
handling is due to the lower center of gravity. But the answer 
is probably that Buick engineers have done an excellent job 
of solving the detail problems of the suspension geometry. 

In steering, another element of handling, the Special rated 
well above average for V-8 compacts. The manual-shift test 
car had mechanical steering, while the automatic-transmission 
Special was equipped with a power assist. In the case of the 
mechanical unit the ratio has been reduced from 32 on the 
big car to 26-to-1 on the compact. This is possible because of 
the lighter weight up front and makes the compact handle 
much more precisely. The higher ratio means that more road 
feel is transmitted to the steering wheel and the driver can be 
aware of road irregularities or when the car is running off the 
crown of the road or on it without having to first see the 
situation. The Special cannot be called superior in road feel 
but is far better than the standard-size Buick. The five turns 
lock-to-lock of the mechanical unit cancel out a lot of the 
advantages of smaller length when maneuvering. Parking mans 
“windmilling” the wheel and long trips can be fatiguing. 

Power steering is quicker, four turns lock-to-lock, and this 
makes a significant improvement in parking maneuvers. It is, 
however, absolutely effortless and therefore counteracts all of 
the road feel found in the mechanical unit. Actually, ‘the amount 
of physical effort with the mechanical unit is not excessive, and 
the only justification for the added expense of the power unit 
seems to be the quicker steering. 

Buick has always emphasized an excellent ride at highway 
speeds, and secondary road behavior and handling have suffered 
to a certain degree. Since the Special excelled in cornering, 
it is of more than passing interest to record what has happened 
to the ride. At highway specds the car is firm, precise and yet 





Two four-door sedans were chosen to perform for this 





livered 16 to 20 mpg gas mileage; the automatic, 14 to 
18 mpg. The acceleration for both versions is equally good. 


has a maximum of the so-called “soft” ride that many persons 
prefer on the open highway. This has been accomplished with- 
out softening the suspension to the point where the car would 
float over undulating surfaces. Granted, the car is not on a par 
with the bigger Buick in this respect, but is very near its equal. 

Secondary roads must have extremely bad surfaces before 
there is any excessive thrashing or bounding on bumps, and 
this condition does not jeopardize the driver’s control of the 
car at sensible speeds. This very successful blending of the two 
types of ride and the better handling characteristics are achieved, 
more than any other single factor, through the lowering of the 
car and its center of gravity. But detail thought given to 
suspension geometry contributes greatly. 

Except for the obvious external measurements, the passenger 
compartment has the most striking differences between the 
compact Special and the standard-size Buick. But those who 
think these differences mean that passenger space available will 
be severely cramped are mistaken. The Special is 24.8 inches 
shorter, 6.7 inches narrower and 3.8 lower than a Le Sabre 
or Invicta. Yet it has only .5 inch less headroom, .5 inch less 
legroom and 4.7 inches less hip space. These fractional differ- 
ences ate ample proof that the Special gives very little to the 
bigger line in the way of passenger space. Granted that the 
seats are thinner and firmer, but here the difference is relative 
and no absolute ground rules can be drawn as to comfort. 

The Special is certainly a comfortable car for either long 
or short trips. It is average for V-8 compacts but not quite 
as good as the standard-size cars in its price range. Actually, 
the bigger Buick is more comfortable, but many of the reasons 
are psychological. Materials are more luxurious, detail crafts- 
manship is higher and the interior design is paced to accentuate, 
depth and spaciousness. The interior of the Special is not in- 
ferior, but materials, craftsmanship and design are not equal 
to the Invicta or Le Sabre. 

Another place where the Special does not suffer too much 
mathematically by comparison to the bigger Buick is in trunk 
capacity. The Special has 2.2 cubic feet less. Of course, an 
Invicta or Le Sabre has considerably more depth, and loading 
is easier, plus the fact that normal luggage will fit easily. 
But the Special will stow enough luggage for an average two- 
week jaunt. 

As was mentioned previously, although the Special is 
different in many ways from its bigger stablemate, the two 
lines have many engineering features in common. Of course, 
the compact’s powerplant is aluminum and far different structur- 
ally from the standard Buick V-8. Yet the smaller engine also 
has many important details which prove that the pet theories 
of Buick’s engineers have determined its final design. Since 
the basic GM compact V-8 components are being produced in 
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BUICK SPECIAL ROAD TEST 


Buick plants, this is probably the ideal place to review some 
of the powerplant’s fundamental features. 

All GM aluminum V-8’s use the same cylinder block, crank- 
shaft, connecting rods, oil pump and related parts. The major 
differences between the powerplants are found in the head, 
cylinders and intake manifold. Like the larger Buick, the Special 
uses a relatively small-volume combustion chamber in the head 
in combination with a dished-out piston. This arrangement 
means that the center of the piston is actually part of the com- 
bustion chamber. 

Although the block is cast aluminum, the walls of the cyl- 
inders are fitted with non-replaceable iron cylinder liners. This 
is because the aluminum alloy used for the engine is much too 
soft to be durable as a cylinder wall. To insure that the insert 
will stay in place, the engineers groove the outside of the cyl- 
inder sleeve assembly and set the liner in the mold before 
casting. Molten aluminum flows around the sleeve and when 
the block hardens, the liner actually becomes an integral part 
of the casting. 





The Special’s aluminum V-8 differs from the other 
new GM compact engines by the distinctive 
design of the head, cylinders and intake manifold. 


While the most conspicuous feature of the Special’s V-8 is 
‘ts use of aluminum, there are other equally unusual innovations. 
One example is the method of warming the intake manifold. 
Since aluminum has a higher heat conductivity than iron, it 
makes possible using the engine cooling water instead of the 
exhaust heat. Water is routed directly to the base of the car- 
buretor then forward through the front of the manifold. This 
method not only gives better heat than exhaust heating, but 
has much more uniform temperature control. 

However, one of the aluminum V-8’s greatest advantages is 
weight — or more precisely, a lack of it. Buick engineers are 
quoting 318 pounds for the engine, and this includes accessories. 
Not only does this slice the weight of the big Buick V-8 in half, 
the compact engine is nearly three inches shorter and narrower. 

Since the aluminum engine is obviously the Special’s most 
outstanding single feature, it may perhaps obscure two other 
significant engineering developments. These are the automatic 








transmission and the driveshaft. 

The Special’s new automatic transmission is a two-speed 
torque converter-equipped unit, but the fact it has only a 
single planetary gearset is f-1 more significant. This peculiarity 
might be a little difficult for some to understand, since an ele- 
mentary fundamental of transmission engineering is that any 
car which can back up needs an additional gearset. 

But in practice Buick’s new engineering is a more sensible 
arrangement than it is an impossible one. In construction a 
torque converter has three major elements: pump, stator and 
turbine. The natural tendency of the stator is to turn in an 
opposite direction than does the engine. When the Special’s 
transmission shift selector is placed in reverse a clutch locks 
the turbine stationary while another clutch connects the stator 
to the output shaft of the transmission. As the engine is accel- 
erated the stator turn backwards and the car operates in reverse. 

Another commendable function of the Special’s automatic is 
the division of torque in cruising range. Power is transmitted 
mechanically and through the turbine simultaneously. When 
the proper relationship between throttle opening and car speed 
exists, the hydraulic control system connects the converter pump 
to the front sun gear and approximately 36 per cent of the 
engine torque is transmitted directly through the gears, while 
the other 64 per cent is transmitted through the turbine. Only 
the latter percentage is subject to the normal losses of power in 
the fluid coupling. This gives the transmission a substantial 
improvement in efficiency and should show up as both better 
acceleration and economy. 

Coupled to the transmission is the Special’s driveshaft, which 
is a departure from the familiar torque tube that Buick en- 
gineers have favored in the past. The drive line consists of a 
front and rear propeller shaft with a standard universal joint at 
each end and joined together with a constant-velocity universal 
joint in the center. Many persons have gotten the impression 
that the new drive line is being adopted expressly for the purpose 
of lowering the transmission hump. Granted that this probably 
helped determine the use of the split driveshaft, but a far more 
significant advantage was gained. 

When torque is transmitted through an ordinary universal 
joint, the driven yoke fluctuates slightly. In fact, although the 
driving yoke rotates at a constant speed, the driven yoke speeds 
up and slows down twice per revolution. This phenomenon is 
directly proportional to the angle through which the universal 
joint operates. The bigger the angle, the more power is lost 
and vibration encouraged. But when two universal joints are 
installed on the drive line this undesirable situation can be 
eliminated if the two driving yokes deliver power through 
identical angles. 

When two universal joints are used, the angles through 
which they function must be identical or almost so. This causes 
the alternate increases and decreases in rotational speed (angular 
velocity) of one joint to be offset by the exactly opposite de- 
creases and increases in rotational speed of the second joint. 
In the event the angle of the two joints are not approximately 
identical, the drive line produces a noticeable vibration. 

At the present time the Buick performance option picture 
is not very clear. Besides the two axle ratios listed for the test 
cars, 3.08 for the automatic and 3.36 for the manual, gearsets 
have been developed to almost 5-to-1. None of these is being 
listed as a r.p.o. yet. However, the driver who has a terrain 
problem or who can convince the factory he knows what he 
wants can probably purchase a higher numerical ratio for his car. 

The Special will offer a performance kit for its V-8. This 
will include a four-barrel carburetor and a head that boosts the 
compression ratio to 10.25. The horsepower rating will be 
increased to 180 hp. At press time Buick had set no announce- 
ment date, although it can probably be easily surmised that the 
performance option will be available early this year. /MT 





SEE PAGE 44 FOR TEST DATA 

















Although the Special is two feet 
shorter than its big brother 

Buicks, most interior dimensions 
compare favorably with those of the 
Le Sabre, Invicta and Electra. 


The new automatic transmission 
(right) is unique in that it has only 
one planetary gearset, uses the same 
gears to go forward and backward. 


Each of the new GM compact V-8’s 
carry one of the thinnest radiators 
in auto history. Although it 

is skinny, it seems up to the job. 


The walls of all eight cylinders are fitted with 
non-replaceable iron sleeves. The lighter metal is 
molded around the long-wearing material. 








— MANY OF THE F-85’S engineering features are shared 
in common with other GM compacts, the car will be no 
radical change for regular Oldsmobile drivers. This excepts 
size; of course, which will be distinctly different. The F-85 is 
two feet shorter, six inches narrower and three inches lower 
than the standard-size 88. Undeniably part of this similarity 
is due to the well-known Hydramatic transmission, which has 
been scaled down for the F-85. But throughout the car, and 
especially in the engine design, are idiosyncrasies which have 
long been favored by Oldsmobile engineers. Probably more 
than any other single factor their basic philosophy is responsible 
for the familiar feel in driving the car. 

To evaluate the line MOTOR TREND tested two four-door 
sedans, one with an automatic transmission and the other with 
a three-speed manual. Both were powered by the standard V-8 
with two-barrel carburetion. The automatic had power steer- 
ing, and the manual shift was equipped with standard steering. 

The F-85’s aluminum powerplant displaces 215 cubic inches 
producing 155 hp at 4800 rpm and 210 lbs.-ft. of torque at 
3200 rpm. Although this engine shares its basic design with 
other GM compact V-8’s, it has significant differences in 
engineering thought. One of the more important variations is 
the combustion chamber configuration which is patterned after 
the standard Oldsmobile’s VY-8 with wedge chambers. Other 
major changes are in the design of the pistons, rocker arms, 
valves and the large squish and quench area. Another difference 
inside is the valve springs, which are cone shaped. This feature, 
which is also used on the big Olds, has a higher frequency 
response and a built-in dampening effect. (When coils are of 
differing diameter, no two will vibrate at the same frequency. ) 

The most apparent difference outside is the air cleaner, 
which is a bonnet type, completely shrouding the carburetor. 
Not only does this design effectively protect the carburetor from 
a lot of dirt and grease, but it also keeps a supply of warmed 
air circulating around it. During hot weather, however, the 
engine becomes slightly more difficult to start. 

The engines in MOTOR TREND’S two test cars were identical 
but the rest of the power train was different. The manual 
transmission is a conventional three-speed unit and has as 
standard a 3.08-to-1 rear axle ratio. 

The F-85’s automatic is an all-new transmission, but essen- 


tially it is a smaller version of the standard-size Hydramatic. 
Along with its bigger relative, the new transmission gets several 
engineering innovations and improvements. One change is the 
switch from a four-speed shift to the more common three- 
gear arrangement. 

One of the more important developments this year is the 
addition of a torque converter, although Oldsmobile prefers 
to call it a “torque multiplier.” In design this is one of the 
simplest arrangements made today, since both the pump and 
turbine have straight blades. In actual operation this is somewhat 
less efficient but far less expensive to manufacture. Another 
new feature may be a little difficult to understand for those 
who are not intimately familiar with automatic transmissions. 
Second gear is a direct mechanical lock-up from the engine to 
the rear wheels as much as if the car had a manual transmission. 
In second there is no loss of power through the turbine and 
only a small amount lost through the pumps and valves. 

This is done by pumping all the oil out of the torque 
multiplier and transmitting power through the torus cover to 
the drive torus member. Since the fluid coupling is empty, no 
power is transmitted through it and all torque multiplication in 
second gear is due to the front unit gear ratio. Oil is pumped 
back in when the transmission shifts to high. The entire proce- 
dure is accomplished in less than a second. 

There are other changes in the Hydramatic, most of which 
are of such a technical nature they would interest only a special- 
ized repair man. One that will not be of too much importance 
to the buyer in detail but will save him a lot of mileage in 
operation is the introduction of a variable displacement pump. 
This unit needs only an amount of power that is proportional 
to the work the pump is doing. Some transmission pumps re- 
quire up to 12 hp at all times, resulting in more fuel burned. 

Since there is no last year’s model with which to compare the 
1961 F-85, all test evaluations had to stand alone or be com- 
pared with cars that are not actually in the F-85’s class. 

Acceleration was on a par with most standard-size cars with 
a moderate V-8 and considerably better than most six-cylinder 
compacts. A glance at the test data box will show that the two 
test cars were only .8 of a second apart at the 0-to-60-mph 
mark. This lack of significant contrast is due in part to the 
different axle ratios — the automatic hzd a 3.23 —and to the 


OLDSMOBILE’S SMALLER CAR IS OFFERED AS A STATION WAGON AND FOUR-DOOR SEDAN. TWO OF THE LATTER WERE TESTED. 
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more efficient design of the new Hydramatic. In performance 
other than standing-start acceleration, the two test cars showed 
a wider margin separating them. 

One thing was evident throughout the test. Oldsmobile’s 
engineers have been very conscious of economy in picking their 
axle ratios. The 3.08 ratio of the manual shift was judged too 
low numerically for general use. This was especially true in 
trafic driving, where the F-85’s lugging ability was slightly 
below acceptable levels. Between 20 and 30 mph in high gear 
the car has little reserve power available and below 20 mph 
practically none at all. This means that considerable downshift- 
ing is necessary in 15- or 25-mph zones. A specific case where 
the manual transmission with a 3.08 axle would be a sensible, 
and probably the best, choice would be for the individual whose 
driving is largely on the highways with little city traffic. In this 
instance the car should produce exceptional mileage for a V-8. 

There was also a distinct difference between the two test cars 
in their individual economy records. The better average obtained 
with the stick shift can be credited partly to the normal loss in 





The F-85 has a unique bonnet-type air cleaner. 
The induction manifold design makes the 
adaption of a supercharger easy and probable. 


2conomy that comes from an automatic and partly to the low 
numerical axle ratio. In comparison the manual shift was slightly 
below normal for a six-cylinder compact. The automatic had 
an mpg figure slightly better than average for most standard- 
size cars with a moderate V-8. In evaluating these figures, the 
stick shift would be excellent and the automatic above average 
for a V-8. 

The evaluations of the F-85’s handling characteristics were 
considered far above the limits of acceptability but were judged 
to be less than superior. Cornering is fairly flat, diving from 
rapid deceleration negligible and squat from acceleration almost 
non-existent. Yet all these qualities could probably have been 
improved by firmer springing without the ride suffering. 

Steering is probably the F-85’s least desirable handling 
characteristic. Regrettably the steering has not been speeded up 
in the proportions that the external measurements have been 
reduced and the turning circle shortened (seven feet to be 
exact). The turns lock-to-lock are almost the same as on the 
bigger Oldsmobile, and of course this exaggerates the physical 
effort necessary to maneuver the car. The F-85 is far easier to 
negotiate in parking lots or through heavy traffic. But the steer- 





ing could have been reduced as much as two turns lock-to-lock 
without hurting any handling characteristics and greatly im- 
proving maneuverability. Due to the lighter weight up front 
the manual steering was light, although it lacked a certain 
amount of preciseness. Except for certain unusual conditions 
that might occur with individual drivers, or in the event that 
accessories greatly increase the engine weight, there seems to be 
little value in the added expense of power steering. 

The F-85’s ride is above average for compacts and although 
considerably different from, for example, the standard-size 
Oldsmobile, not too much below this class in overall comfort. 
This suspension follows the bigger Oldsmobile’s philosophy 
with coil springs all around. 

But unlike its senior stablemate, the F-85 has its best ride 
at speeds under 45 and over roads that are less than average 
in smoothness. Apparently the car is a trifle softly sprung for 
high speeds, and on the open highway harsh bumps are trans- 
mitted to the passenger more quickly than they would be in 
the heavier Oldsmobile. This is especially true of evenly spaced 
bumps, such as tar divider strips, which are often encountered 
above 60 mph. Strangely this is one area where the F-85 reacts 
less like an Oldsmobile and has a feel all its own. Undoubtedly 
this is due to the unit construction which can transmit both 
the noise of the road and road shocks more efficiently than the 
bolt-on body found on the standard-size Oldsmobile. 

Inside the F-85 passengers are seated with almost identical 
space dimensions as in the big car. The only significant differ- 
ence is in hip space and the F-85 has five inches less. But since 
the transmission hump is proportionately smalier, this does not 
affect comfort as much as might be supposed. The upholstery 
padding is thinner, and since it is also firmer, those familiar 
with the plushier big Oldsmobile might imagine it to be less 
comfortable. But generally speaking, there will be little differ- 
ence in long-trip comfort and once accustomed to the firmer 
padding, most persons have decided that it is less fatiguing, 
especially when the trip is several hours long. 

Entry and exit into the passenger compartment is another 
area that the average owner of a bigger Oldsmobile will com- 
plain about. But objective judgment will place it on a par with 
other compacts and not too much more difficult than standard- 
size cars. 
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Interior dimensions are much the same as those of the 
bigger Oldsmobiles. Only real difference is in hip 
room, which is five inches less on the F-85. 
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A big, overlapping wiper -blade pattern is an important 
feature of the F-85. The clear glass area of the 
windshield shows wide sweep of the blades. 


One specific place where regular Oldsmobile owners will be 
able to see a difference between the bigger car and the compact 
F-85 is the quality of the interior. Both finish and materials are 
only on a level with most six-cylinder compacts and in some 
instances not as good. Certainly the quality is not comparable 
to the standard-size Oldsmobile lines. 

With an all-new design there is usually a long wait for power 
train options of any kind. However, Oldsmobile is offering a 
few already and undoubtedly more will be introduced soon. 
For manual transmissions, one axle ratio alternate has been 
announced. This is a 3.36-to-1, which would be a good choice 
for most driving situations. The automatic will be available 
with either the 3.36 or the manual’s standard ratio of 3.08. 


Neither of these seems to be a wise choice for the average buyer 
with the standard engine. The 3.08 would undoubtedly pull 
acceleration far below desirable limits, and the 3.36 would 
probably not make a big improvement in acceleration while 
making a marked decrease in economy. 

For the performance enthusiast there is good news. Olds- 
mobile is offering a four-barrel carburetor which increases the 
power rating to 185 at 4800 rpm and torque to 230 Ibs.-ft. at 
3200 rpm. Along with the change in carburetion, the compres- 
sion ratio is upped to 10.25 and the cylinder head and pistons 
are different. The higher ratio makes premium fuel necessary 
and the extra breathing capacity will surely show a significant 
increase in fuel consumption. But for those who place accelera- 
tion above economy, this option should result in greatly im- 
proved 0-to-60-mph time with the accompanying performance 
gains all down the line. 

Besides the normal performance option there is one inter- 
esting possibility. Those who are interested in top performance 
should take a long look at the bonnet-type air cleaner and the 
induction manifold atop the F-85’s V-8. There has not been 
any better basic design for the adaptation of a supercharger 
incorporated in a production automobile engine design in 
recent years. All that will be needed is a duct connecting a 
blower with the air cleaner inlet, grommets for the hoses that 
pass under the air cleaner and a little better insulating washer 
for the throttle linkage. This is a minimum of adaptation and 
before too many months have gone by someone is bound to 
come up with an exceptionally hot F-85. /Mt 





SEE PAGE 44 FOR TEST DATA 























The F-85’s driveshaft (above) is the same unit 
used on the Buick Special. The drive line has a 
front and rear propellor shaft with a standard 
universal joint at each end, a constant-velocity 
universal joint in the center. Suspension (left) 
is by coil springs on all four wheels. Trunk 
area (below) is very good for a small car. 
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PONTIAC 








This lesser known version of Pontiac’s smaller 
car has a more conventional powerplant 
but the same radical engineering behind it. 


— TEMPEST is far different from its parent line, but 


the differences go further than only size and styling. Strip 
the Tempest down to its bare essentials of power train and 
running gear, and the compact is radically different from the 
standard-size line. The car is engineered on principles that are 
new to the so-called American concept and others that, while 
familiar, are by no means widespread throughout domestic cars. 

One of these engineering features, the curved driveshaft, is 
found on no other production car in the world. And the real 
significance of its development may be lost on many persons. 
For the first time in more years than anyone cares to admit, 
something really new has come out of Detroit. 

To evaluate this radically different car, MOTOR TREND road 
tested one of the first Tempest V-8’s. The car was a four-door 
sedan, with an automatic transmission. Except for the bigger 
powerplant the car is identical to the better known four-cylinder 
Tempest. Since no manual-shift model was available, this ver- 
sion was not tested. 

The Tempest V-8 is an optional engine and is virtually iden- 
tical to the Buick Special V-8. It is, of course, built largely from 
aluminum. Displacement is 215 cubic inches and the ohv V-8 
will produce 155 hp at 4600 rpm and 220 Ibs.-ft. of torque 
at 2400 rpm. 

With the automatic transmission and the standard rear axle 
ratio of 3.55-to-1, the Tempest is adequately powered. Standing 
start to 60 mph acceleration tests were recorded in 11.8 seconds. 
This is impressive enough for the overall compact class and 
a shade above average for V-8-powered compacts. During accel- 
eration tests from traffic speeds, 20 to 40 mph, the Tempest 


was also far better than a six-cylinder compact, but speaking 
in a broader range and including all the cars in its price range, 
compact and standard-size, Pontiac’s compact is only a moder- 
ately good performer. 

In economy, the V-8-powered Tempest stayed very near the 
average for compacts in its class, hovering on a plateau that was 
better than most moderately powered, standard-size V-8 cars 
and slightly below the six-cylinder compacts. One interesting 
comparison for the V-8 will have to wait until adequate testing 
has been completed. This would be with the Tempest’s top 
four-cylinder engine performance option. This powerplant de- 
velops the same hp as the V-8 but peaks at 200 rpm highes. 
The torque figure is 5 Ibs.-ft. less and is taken at 400 rpm 
higher. The Four has a higher compression ratio, burns premium 
fuel and has 20 cubic inches less displacement. An overall 
economy —or performance, for that matter — duel between 
the two engines should prove extremely interesting. 

Since the V-8 engine and axle ratio are somewhat similar to 
other power teams in this compact class, the performance and 
economy results turned up nothing surprising. Another expec- 
tation was that the Tempest would steer, handle and ride in a 
manner which was entirely its own — one that couldn’t be ac- 
curately surmised until the car was actually tested. This also 
proved true, and these are the characteristics which make the 
Tempest truly an individual car. 

Driving Pontiac’s compact will be a new experience for most 
average American drivers. This doesn’t mean that driving the 
Tempest is radically different in every way. In fact, some of the 
changes are so subtle they will never be noticed except by pro- 

















fessional drivers. Other characteristics impart an altogether dif- 
ferent feel and may convince some persons who are accustomed 
to conventional Detroit cars that the rear end is also steering — 
which in a remote way of speaking it is. 

Almost everything about the Tempest that feels different 
is traceable to the rear suspension. This is something new for 
Pontiac and will firmly establish the term “i.r.s.” in the vocabu- 
lary of the average American car owner. Independent rear sus- 
pension is not new to domestic cars, in fact, the Tempest i.r.s. 
is adapted from the well-known unit introduced on the Corvair. 

The Tempest’s i.r.s. is a swing axle. The swing axle gets its 
name from the fact that suspension travel is provided by allow- 
ing each wheel to swing through arcs of radius equal to the axle 
shaft length. Since the rear wheels are independently suspended, 
new problems face the engineers. Wheel camber, for example, 
changes as the wheels move up or down from the design height 





position. But more important, the increased weight on the out- 
side wheel during a turn causes camber to be reduced, and this 
results in the rear wheels actually “steering” themselves. 

Most of the controversy about the Tempest will be stirred up 
around one characteristic — its ability to corner. Unfortunately 
the difference of opinion will probably be based on how the car 
feels going around a corner — and not how it actually corners. 
For one thing is certain — the Tempest corners well. 

Long, sweeping curves, either flat or slightly banked, as are 
often encountered on the open highway at high speeds, are 
taken smoothly. The feel of the car is precise, and steering 
corrections for road irregularities and centrifugal force are 
seldom required. 

On short, abrupt curves, like those found in mountain driv- 
ing, the Tempest can go in fast, stay flat and recover so quickly 
it may take many drivers by surprise. Hard corners like this 
will exaggerate every characteristic of i.r.s. The first surprise is 
that the body doesn’t merely stay “relatively flat.” Actually, it 
is difficult to make the [empest lean at all. Naturally, the weight 
does shift to the outside, and this causes two separate effects. 
First, the body apparently shifts. This movement is more notice- 
able as the turns get shorter. It has little undesirable effect on 
cornering ability or safety. What it does do is create for the 
passengers the “feel” that control has been lost and the rear end 
is about to slide. Except for an abnormal racing turn, this is 
not the case. 

The second effect caused by the natural weight shift in 
cornering has already been mentioned. The outside rear wheel 
absorbs most of it, partly by toeing in. This means that the 
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outside wheel actually begins to steer the rear end. The amount 
of this unusual rear steering can be controlled by the rear 
suspension geometry and is relative to the speed and sharpness 
of the turn being negotiated. Pontiac engineers have elected to 
make the overall steering about neutral on average corners. ( Al- 
though extremely hard corners will apparently produce an over- 
steer. ) 

This is one of the major differences in driving the Tempest. 
All domestic cars have had a touch of understeer in varying 
degrees for years. At first the average American driver will 
notice as much difference in driving the Tempest as he would 
in driving a radically engineered import. 

The rear suspension also significantly affects the ride. Overall, 
the Tempest’s riding qualities were judged superior, probably 
the best in its class and very near the top of all domestic-made 
cars. One rule by which riding qualities are judged is that body 
bounce should be adequately controlled, not only on good roads 
but also on secondary unsurfaced roads. The Tempest is one of 
the rare cars that score high on both counts. 

The spring rate is relatively firm, which gives a smooth 
precise feel at highway speeds. The firmness also contributes 
to the better-than-average handling at all speeds. Ordinarily it 
might be logically assumed that a firmer-sprung car would be 
harsh on irregular road surfaces. But the Tempest can hold 
its own with most softer-sprung cars. Of course, the i.r.s. is 
mainly responsible. During the road test a secondary road with 
chuck holes from four to six inches in depth was selected. If 
only one rear wheel strikes an irregularity like this, there is 
seldom any indication to the passenger unless he sees it 
first. Naturally, if both rear wheels simultaneously strike the 
irregularity the shock becomes apparent. 

Another area of consideration near the best in the Tempest’s 
class is passenger space for six persons. Granted, the hip space 
is less than that found in a standard-size sedan, but the Tempest’s 
transmission hump takes only a few inches of the passenger 
compartment. 

When comparing the Tempest to the standard-size Pontiac 
line, all things must be relative, since the engineering is far 
different in the two cars. In most of those evaluations already 
discussed, the Tempest was judged relatively equivalent if 
the difference in size, performance, weight, etc., were also taken 
into consideration. But in the matter of interior finish, materials, 
and instrumentation, the Tempest did not measure up to the 
more expensive Pontiac. These details, however, were judged 
above average for the V-8 compact class. 

There are also other engineering details which are worthy 
of discussion in this test. Foremost among these is the curved 
driveshaft-transaxle team. 

Although the Tempest driveshaft is called flexible, the name 
is misleading. The shaft is flexible, but not as adaptable as, for 
instance, the speedometer cable which can be wrapped around 
quite short bends and still work. The Tempest’s propeller 
shaft is actually a %-inch-diameter, forged-steel rod which 
has been shot peened for high fatigue life. Its tolerance to bends 
is limited, and, as engineered for the Tempest, has an arc of 
slightly less than two inches over its 81.9-inch length. 

As might be expected, the driveshaft’s primary purpose is to 
lower the transmission hump. But if it had to swing up and 
down — as on a conventional car — this purpose would have 
been defeated. Hence, the transaxle arrangement. 

Transaxle means exactly that. The transmission and differen- 
tial are one unit, mounted on the rear axle. The Tempest’s 
automatic transmission is based on the Corvair unit and many 
existing parts have been adapted. It is similar to, but still far 
different from, an ordinary torque converter automatic. The 
doughnut-shaped torque converter is at the rear; directly in front 
of the converter is the differential, and ahead of the axle 
gearset in the transmission. 

Torque is transmitted via the driveshaft through the trans- 
mission and differential, then applied directly to the torque 
converter. Here it is coupled and multiplied and returned 
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Since the Tempest 
has neither clutch 
nor torque converter 
at the front, the fly- 
wheel is attached 
directly to the flex- 
ible driveshaft 

(in white square). 


Transazle components 
are (from right to 
left, below) torque 

converter, differential, 

and transmission. Rear 
axle attaches to open- 
ing in differential. 


Interior refinements of the Tempest are quite 
similar to those of the other GM small 
cars. Big brake pedal has some safety advantages. 


through the differential again and applied to the transmission. 
This is accomplished by a short sleeve which fits around the 
input shaft. Torque is transmitted from the sun gears by. another 
sleeve, which houses both the input shaft of the converter and 
the input sleeve of the transmission. Actually, at a given spot 
ahead of the differential, an X-ray view could reveal these 
sleeves and shafts housed within each other turning at three 
different speeds and rotating in two different directions —a 
very ingenious arrangement. 

In the matter of options, little has reached its finalized form 
yet. However, one of the better selections of axle ratios in the 
compact class has already been announced. Standard for the 
V-8 option is 3.55, for economy a 3.31 is available, for hilly 
country or performance, a 3.73. 

Evidently little has been done at this time about a performance 
option for the V-8. It can be reasonably surmised though, that 
Pontiac will announce a four-barrel option shortly after the first 
of the year which should boost the hp to around 180-185. mt 


SEE PAGE 44 
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This proven automotive package 
has quality above its class and comfort 


for all of its passengers 





ROM REBEL TO CLASSIC, that’s the story of American Motors’ 
jeer compact. The first Rambler V-8 of four years ago was 
truly the Rebel it was called, for it broke with the traditional 
belief that power and comfort in an automobile meant large 
overall size. 
For ’61, the same basic car continues in production as the 
Classic, a name to remind the competitors it now faces just who 
originated the idea of a V-8 compact. It is also available with 
a new aluminum six-cylinder engine and forms Rambler's 
middle series. Below it is the American, progenitor of the econ- 
omy compacts, and at the top of the line is the Ambassador, 
similar to the Classic in design but closer to big cars in size. 
Compared with other V-8 compacts, the Classic has the short- 
est wheelbase, 108 inches, but the greatest overall length, 189.9 
inches. In addition, it is slightly higher and wider and almost 
300 pounds heavier than anything else in the group. The Classic V-8 is available in a 200-hp rating 
Body selection is limited to a four-door sedan and four-door with a two-barrel carburetor or as a 215-hp option 
station wagon; the hardtop previously offered has been dropped with four-barrel carburetion and dual exhausts. 





Reclining seats that can be arranged info a bed 
are an option Rambler has inherited from the 
big Nash of years past. For comfort on long trips, 
the front seats can be adjusted individually 
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Rambler’s clean dash layout has the stop-and-start 
controls all grouped at the extreme lejt, A 

special parking lock is located immediately below 
the automatic transmission push-button console. 
































this year. Super is Rambler’s word for a standard Classic and 
Custom designates one with added trim and better upholstery. 
There is also a lower-priced sedan, the Deluxe, for fleet use. 

Perhaps the car’s best known feature is its unit body-and- 
frame. American Motors pioneered this type of engineering 
among U.S. auto makers and can claim more than twenty years’ 
experience with it. Box frame sections and sheet metal are 
integrated into a single unit with approximately 9,000 welds, 
then the completed structure is submerged in a rust-proofing 
primer before paint is applied. 

Unlike some competitive compacts with such construction, 
Rambler does not use a stub frame ahead of the cowl to support 
the engine and suspension. Unitization extends all the way to 
the front of the car. 

Power options consist of two versions of the 250-cubic-inch 
Rambler V-8 engine, three transmissions and a total of four 
axle ratios. 

The basic powerplant is not new. With its present dimensions, 
a 3.50-inch bore and 3.25-inch stroke, it once saw service in 
the old Nash Ambassador and Hudson Hornet. The normal 
Classic V-8 is fitted with a two-barrel carburetor to produce 200 
hp at 4900 rpm and 245 lbs.-ft. of torque at 2500 rpm. As an 
option, it is available with a four-barrel carburetor and dual 
exhausts, increasing output to 215 hp and 260 lbs.-ft. at the same 
crankshaft speeds. Regardless of rating, it has an 8.7-to-1 com- 
pression ratio for operation on regular fuel. 

The exhaust system, incidentally, is now ceramic-coated to 
resist corrosion. According to the manufacturer, new Rambler 


owners should never have to replace either the muffler or tail 
pipe. 

Classics with both engines were tested for this report, the 
200-hp unit with an automatic transmission and the 215-hp 
with a manual. Both cars were Custom sedans, identical except 
for these variations in power trains. 

The automatic is a variation on the Borg-Warner theme, 
called Flashomatic by Rambler. It incorporates a torque con- 
verter with a 2.12 maximum stall ratio and a three-speed year- 
box with a 2.40 first, 1.47 second and 2.00 reverse. Selected by 
pushbuttons at the left side of the dash, the forward ranges are 
“L” for first gear or, if engaged above 20 mph, a controlled shift 
to second, “D-1” for normal first-second-third operation and 
“D-2” for second and third only. The shifts are governed by a 
vacuum system instead of the usual mechanical linkage. For 
safety’s sake and to prevent damage within the unit, reverse 
will not engage if the “R” button is pressed accidentally while 
the car is moving forward. Instead, there will be a downshift 
to first, then a change to reverse when the car slows down. 

Among Flashomatic’s special features are a neutral control 
that includes the starter switch and, below the main cluster of 
buttons, a separate parking “gear” lever. Once the ignition is 
turned on, the driver starts the engine, pulls the parking lever, 
selects a driving range and releases the emergency brake, all 
with his left hand. When new to the car, he fumbles around a 
bit finding the controls in proper sequence but soon learns they 
are logically arranged and can be operated in one rhythmic 
motion. continued 
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RAMBLER ROAD TEST 


continued 


The 200-hp test car had a 3.15 rear axle, standard with 
Flashomatic. For slightly lower gearing, 3.54 is available as an 
alternative. 

Against the stopwatch, the normal automatic combination 
was only a moderate performer. In “L” range, it recorded a 0-30 
time of five seconds flat and 0-45 of 8.1 while a switch from 
“L” to “D-1” between 40 and 45 mph provided a controlled 
first-second shift for a 0-60 figure of 13.2 seconds. A few 0-60 
runs starting in “D-1” were attempted but, because the auto- 
matic gear change took place before the engine reached its 
peak, they averaged almost half a second longer. 

Fuel consumption was between 13 and 17 mpg, indicating 
that a 200-hp Rambler with overdrive might stretch as far as 
20 mpg at conservative highway speeds. 

The Classic’s manual transmission is a conventional three- 
speed unit attached to the engine with a 10-inch clutch. First 
gear is 2.57, second 1.55 and reverse 3.49. An extra-cost over- 
drive, cutting prop shaft speed 30 per cent, apparently dictated 
the stick shift rear axles. The normal ratio is 4.10 and the 
option 4.44, both rather high numbers. 

Standard manual gearing without overdrive formed the drive 
line of the 215-hp Classic tested. The 0-30 average of 4.1 seconds 
was the only acceleration figure achieved in first gear. A shift 
to second between 35 and 40 mph was necessary for the 0-45 
and 0-60 times of 7.6 and 11.9 seconds, respectively. 

The low shift point cost the car a better 0-45 clocking. 
Because of the axle ratio, there were not enough rpm’s to reach 
45 mph in first. The time lost changing gears shows clearly 
im a comparison of the stick shift car’s performance curve with 
the automatic’s. The manual had much less of a margin at 45 
mph, just after the shift, than at either 30 or 60 mph. 

It was no surprise that the low gearing had an adverse effect 
on economy. At 12-to-16 mpg, the 215-hp Rambler proved the 
thirstiest of the V-8 compacts. 

One of the most interesting differences between the manual 
and automatic Ramblers was in cornering ability. The choice 
of transmission might seem to have little to do with handling 
but, in a car that understeers as much as the Classic V-8, a 
positive, controlled application of torque at the rear wheels 
can be extremely important. 

On a tight, fast turn, the front end tends to drift unless the 
rear is brought around deliberately. With the manual gearbox, 
second provides the necessary power but Flashomatic allows little 
control over the choice of ratios. While second can be engaged 
with either a kickdown in the “D” ranges or a deliberate down- 
shift to “L,” it cannot be held with complete assurance. 

Because the Classic Six has been found to be a better handling 
car, the V-8’s pronounced understeer must be attributed to the 
weight of the bigger engine. Factory figures indicate that the 
Classic V-8 has 57 per cent of its weight on the front wheels. 

Cornering is also impaired by body sway, the result of low 
spring rates. Coils are used at all four wheels and are set up for 
a soft ride rather than firm handling. 

They do their assigned job well. One particular experiment 
proved the smoothness of the suspension. The test cars were 
driven from an asphalt highway to a dirt road without reducing 
speed. Despite the sudden change in surface, there was very 
little bouncing and no jarring sensation whatsoever. 

Fore-and-aft pitching is slight for a car with a relatively short 
wheelbase, especially one with no special anti-drive or anti-squat 
provisions. A major factor here is the torque tube drive, a device 
once found on several other makes, notably Buick and Ford, but 
now Rambler’s exclusively among U.S. cars. Essentially, it is 










Though the Classic is the largest of the V-8 compacts, 
it puts its size to good use by providing a roomy 
interior and a deep, well proportioned trunk compartment. 


nothing more than an enclosed driveshaft with radius arms to 
locate the rear axle. It has the theoretical disadvantage of greater 
unsprung weight but, because it does not apply thrust through 
the springs the way a Hotchkiss system does, it keeps the car 
steadier during abrupt stops and starts. 

Force is transmitted from the wheels to the car by the tube 
itself. The critical point-of-contact is the joint between the prop 
shaft and the transmission. Considerable noise and vibration 
often came from this source in many older cars with torque tube 
drive and, ultimately, caused their manufacturers to abandon it. 
With unit construction like the Classic’s, the problem of smooth, 
quiet operation is particularly difficult since the frame and body 
are combined and cannot be insulated from each other. 

Rambler’s solution is quite simple. The joint itself is insulated 
with a special rubber cap, preventing all but the most serious 
drive-line disturbances from reaching the transmission or engine 
and, through their mounts, the actual structure of the car. 

A torque tube is bulkier than an open shaft so, despite a 
high floor, the Classic has a bigger tunnel than any of its 
immediate competitors, as well as a transmission bulge too 
large for comfort. Otherwise, the passenger compartment is well 
arranged for six. 

Better-than-average height and width for the small car class 
are put to good use inside the Classic. The distance between the 
floor and ceiling is enough to allow both high seats and ample 
headroom. And hiproom is the greatest to be found in a com- 
pact. As a result, the driver sits erectly in a position that affords 
a good view of the road while passengers have plenty of room 
to stretch. 

Stretch they could in the test cars. Both were fitted with 
individual, reclining front seats which could be collapsed into 
a double bed, a feature made famous years ago by Rambler's 
original parent, Nash. . 

Both materials and finish are of a very high order for a car 
in the Classic’s price range. A new touch for ’61 is a molded, 
acoustical fiberglass ceiling, which outdoes fabric types in both 
durability and sound-deadening qualities. 

Dash arrangement is conventional, with the instruments cen- 
tered in front of the driver. Dials and controls are clearly 
labelled and well illuminated at night. One minor detail is 
worth noting. The glove box door has a finger tab below the 
button that eliminates the awkward procedure of pressing the 
button to release the latch, then removing one’s hand quickly 
to let the door drop open. 

A final word of praise has been reserved for the trunk layout. 
It is excellent. The compartment itself is well proportioned 
and illuminates when it is opened, whether or not the car’s 
lights are on. Best of all, the lid extends clear down to bumper 
level so that loading requires a minimum of lifting. It is one 
of the most likeable features of a very likeable car. /MT 
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TUDEBAKER’S LARK VIII boasts the biggest varicty of styles and 

options in its class. It is the only V-8 compact currently 
available in a full line of body types and with up to a dozen 
different power trains. 

When the first Lark appeared two years ago, it startled the 
entire automobile industry. It was a new kind of car for its maker, 
yet it had been developed in just a few months. By adapting 
components from earlier models, Studebaker had produced a 
fresh design in less than half the time usually required. 

It was no improvisation, however. The years since have proven 
it to be soundly conceived. Even today, with three new com- 
petitors, it still stands out. It is the smallest car in its class, for 
example, yet it has the biggest engine. It might be described as 
the most compact with the most V-8. 


Studebaker’s Lark offers the greatest variety in V-8 
power in the compact field. There are a total of 
12 possible combinations of horsepower and gearing. 


Actually, the stretched sedan has the same wheelbase as the 
Lark station wagon. Even its roomy structure is not really new. 
For some time, Studebaker has been building a taxi with the 
basic chassis and body now used for the Cruiser. A close look, 
in fact, reveals that some of the sheet metal amidships goes back 
to the full-sized cars that once rolled from South Bend. 

In addition to the four-door styles, the Lark VIII is the only 
V-8 compact available in a full line of two-door body types. 
These include a Deluxe sedan, Regal hardtop and Regal con- 
vertible, all with the 108.5-inch wheelbase. 

To propel the Deluxe and Regal, Studebaker offers two V-8 
engines and three transmissions. For the Cruiser, two more 
powerplants are added to the list, giving it a total of 12 possible 
combinations of horsepower and gearing. 

The Studebaker V-8, derived from the Commander engine of 
years past, is available in two displacements, 259.2 and 289 
cubic inches. Both have the same bore, 3.56 inches, while their 
strokes are 3.25 and 3.62 inches, respectively. 

The smaller version is standard throughout the Lark VIII line. 
With an 8.8-to-1 compression ratio and a two-barrel carburetor, 
it develops 180 hp at 4500 rpm and 260 lbs.-ft. of torque at 
2800 rpm. An optional power kit, consisting of a four-barrel 
carburetor and dual exhaust system, boosts output to 195 hp at 
4500 rpm and 265 lbs.-ft. at 3000 rpm. 

Borrowed from the Hawk as a special option for the Cruiser, 
the 289-cubic-inch powerplant has the same 8.8-to-1 compres- 
sion and two-barrel carburetor as the standard unit but adds 
dual exhausts as regular equipment. It produces 210 hp at 4500 
rpm and 300 lbs.-ft. of torque at 2800 rpm. For those still not 
satisfied, a four-barrel carburetor is available to make this the 


THE LARK V-8’S 


But the Lark VIII's greatest single feature is the wide range 
of choice it offers, surpassing anything else in the V-8 compact 
field. MOTOR TREND’S pair of test cars prove the point. Both 
were four-door sedans but one was a modest 180-hp car with 
virtually no accessories, while the other was a bigger 210-hp 
job with almost every luxury option in Studebaker’s book. 

The four-door sedan comes in three forms — Deluxe, Regal 
and Cruiser. The first two are essentially the same, except the 
Regal is more elegantly trimmed and has such interior luxuries 
as a fully carpeted floor and foam rubber cushioning for both 
front and rear seats. The body is mounted on a 108.5-inch 
wheelbase and has a 175-inch overall length, better than a foot 
less than other V-8 compacts. 

The Cruiser is something else again. New to the line this 
year, it is larger and more luxurious. It has a wheelbase of 113 
inches and a length of 179 inches. Surprisingly, its greater size 
adds very little weight. It tips the scales only 35 pounds higher 
than the Regal. 

As an enlarged compact, the Cruiser is bound to be the target 
of a few unkind remarks. However, before self-styled comedians 
start berating it as the “bigger smaller car,” let them note that, 
despite its increase over the standard Lark, it is still nine inches 
shorter than the closest competitive make. 
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most powerful engine in any U.S. compact car, 225 hp at 4500 
rpm and 305 Ibs.-ft. at 3000 rpm. 

With either power rating, the bigger V-8 is accompanied by 
a larger radiator, oil filter, heavy-duty rear axle and finned brake 
drums. 

Both displacements are the same in basic design and, aside 
from minor fuel pump and starter improvements, are unchanged 
from last year. They are quite close in external size and overall 
weight, prompting an obvious question: Would the 289-cubic- 
inch version fit the Deluxe and Regal as easily as it does the 
Cruiser? 

The answer is an unqualified yes, but Studebaker seems to 
feel that its biggest engine in its smallest body is a little too 
much for the average customer. The combination is listed only 
as a police option. 

A three-speed manual transmission is standard, regardless of 
engine. Driven through a 10-inch clutch, it has a 2.57 first gear, 
1.55 second and 3.49 reverse. Overdrive is extra and provides 
a 30 per cent reduction in rpm. 

Flightomatic, the automatic option, follows the familiar Borg- 
Warner pattern of a torque converter and three-spsed gearbox 
with a 2.40 first, 1.47 second and 2.00 reverse. The converter’s 
maximum stall ratio is 2.15 at approximately 1600 rpm. As 

















Two of the most impressive features of the ’61 Lark 
are an improved steering system, which has a very 
noticeable effect upon handling, and a great amount 
of interior room. Seats even fold into a bed. 
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a result, it is impossible to rev any higher than this speed for 
a fast start. 

There are two forward ranges, marked “L” and “D” on the 
quadrant. Normally, “L” holds the transmission in first gear. 
Above 20 mph, however, a downshift from “D” to “L” engages 
second. “D” will provide first gear with a full-throttle start but 
otherwise functions only in second and third. No upshift will 
take place as long as the accelerator is held to the floor. 

in the Deluxe and Regal V-8’'s, 3.07 is the normal rear axle 
ratio with manual or automatic gearboxes and 3.54 when over- 
drive is added. Figures for the Cruiser are identical, except 3.31 
is usually supplied with a stick shift. Options are simple enough; 
any one of the three ratios mentioned can be substituted for 
any other at no extra charge. 

So much for the Lark VIII's fundamentals. As the man said, 
“What'll she do?” 

The first of MT’s two test vehicles was a Regal with the 
standard 180-hp engine, manual transmission and 3.07 axle 
ratio. It posted an average 0-30 time of 3.7 seconds and 0-45 
of 6.1, using first gear only, while the 0-60 figure was 10.1 
seconds, with a shift from first to second between 40 
and 45 mph. 

The other car was a Cruiser with the 210-hp powerplant, 
Flightomatic and, again a 3.07 rear end. It was held in the “L” 
range for a 0-30 average of 3.8 seconds and a 0-45 of 6.4. 
During the 0-60 runs, the lever was flipped from “L” to “D” 
and immediately back to “L” to obtain a controlled first-second 
shift; the time was 9.8 seconds. 

Full performance figures are listed here to emphasize an 
interesting difference between the two cars. The Regal acceler- 
ated faster to 30 and 45 mph, but the Cruiser was quicker to 
60 mph. Despite its higher power, the latter had to overcome 
the handicaps of lower initial rpm because of the torque con- 
verter, greater slippage within the automatic transmission and 
the heavier weight of several luxury accessories. But once the 
210-hp car began to move, its extra 30 cubic inches helped 
it make up for lost time. 





Still, the Regal and Cruiser acceleration curves were no more 
than three-tenths of a second apart at any point recorded. Two 
such different cars are rarely so alike in overall performance. 

Were the transmissions traded, the similarities would vanish. 
Compared with a stick shift in a car of the same power and 
weight, the Borg-Warner automatic usually loses a second or 
two between zero and 60 mph. In other words, the 180-hp 
Lark with Flightomatic should have a 0-60 time of 11 or 12 
seconds, while the 210-hp unit with standard gearing might 
cut close to eight seconds. All this leads to the conclusion that 
a 225-hp manual Cruiser would rate among the very hottest 
cars, large or small. 
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In fuel economy, the Regal and Cruiser barely overlapped. 
The smaller car ranged from 16 to 20 mpg, with one stretch 
of conservative highway driving at a maximum of 22 mpg, 
while the big one travelled between 12 and 16 mpg. Beyond 
the obvious factor of displacement in the case of the particular 
Larks tested, the transmissions must again be considered. Every- 
thing else being equal, an automatic-equipped car will consume 
at least one or two mpg more than a manual. 

Overall road behavior differed more than the performance 
figures might indicate. Because of the variation in size, the 
Regal and Cruiser were not both at their best under the same 
driving conditions. The Regal had superior agility, whether 
maneuvering in crowded traffic or whipping around tight 
corners, while its riding qualities tended to be harsh. On the 
other hand, the longer wheelbase of the Cruiser provided it 


Safety padding on the dash is standard on all Larks 
The instrument cluster has been slightly restyled. 
Spare tire location (left) limits usable trunk space. 


with a smoother ride and steadier handling at highway 
cruising speeds. 

In both cars, the roadability of the Lark VIII proved good 
for a V-8 compact, though not quite up to the standards of 
some smaller Sixes. There was a pronounced tendency to under- 
steer, which could be combated with the V-8 engine’s power; 
applying the throttle through a turn brought the rear end 
around nicely. If the driver pushed the car a little too hard, the 
rear wheels broke traction gradually enough that he could correct 
in time. Body sway was minimized by relatively firm springing 
and an effective link-type stabilizer at the front. 

The steering is improved this year; it is now a recirculating 
ball type instead of cam and lever. The results — reduced effort, 
quicker recovery and better directional stability — were partic- 
ularly apparent in the Regal’s mechanical set-up. It had a secure 
feel without undue heaviness. The improved recovery helped 
compensate for the unit’s relative slowness, 4.7 turns lock-to- 
lock, when coming out of a turn. The wheel almost seemed to 
snap back to center position as it was released. 

In the power-assisted Cruiser, most noticeable of the new 
steering advantages was the improved recovery. Though the 
unit lacked the feel of control in the mechanical system, it did 
have some sensitivity to the road. It was light without being 
lifeless. Studebaker steps up the ratio a bit with power; it 
took 4.4 turns from one lock to the other. 
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Another significant chassis change is found in the brakes. 
The linings are now bonded rather than riveted and have a 
total effective area of 172.8 square inches, a 19.5 per cent 
increase over last year. Longer brake life should result. 

The brake and clutch pedals have been suspended in the new 
Larks, providing added leverage to reduce the amount of pressure 
required. The Regal’s clutch, though, still needed a good, 
firm jab. 

Placement of the controls, together with good seat design, 
allows an excellent driving position, comfortable and erect with 
a good view out the ’61 model’s larger windshield. Because the 
front cushion is 12 inches high, adjustment of the seat relative 
to the pedals is less critical than in most makes, so the driver 
can concentrate on placing himself at a comfortable distance 
from the new, oval-shaped steering wheel. 

A restyled dash has all instruments, including the clock, 
centered in front of the driver. Pull knobs for minor controls 
are arranged across the lower edge of the panel but do not have 
illuminated labels for easier night-time use. One final dash 
feature of interest, safety padding has been made standard this 
year in all Lark series. 

The high seats do have the disadvantage of restricting head- 
room, a dimension that has been cut further in the ’61 
model with the lower roof line. Otherwise, they keynote a 
strong emphasis on interior comfort. 


The two Lark test cars were the Regal and Cruiser 
sedans. The latter is new this year. By means of 

an increased wheelbase, it allows greater rear passenger 
space (left). Legroom is second only to Cadillac. 


Unlike some makes of compacts, Studebaker has not neglected 
rear seat passengers. The Regal’s 40 inches of rear legroom 
equals any other car in its class, while the Cruiser’s 44 inches 
is surpassed by only one other U.S. sedan. Cadillac has half 
an inch more! 

Note that the difference in the legroom of the two Larks cor- 
responds with their variation in overall length, an even four 
inches. The Cruiser’s added size has been used strictly for 
passenger comfort. Not only is the rear compartment larger, the 
doors have been widened for easier entry and exit. 

The Cruiser is also distinguished by more luxurious cloth- 
and-vinyl upholstery and, a European touch, storage pockets 
in the panels of all four doors. To these refinements MT’s test 
car added individual front seats with reclining backs and, on 
the passenger’s side, an adjustable head rest. 

The Lark is not unitized like other compacts but takes good 
advantage of its conventional construction. Because the body 
is set on the frame, not combined with it or lowered around 
it, the floor level can be even with the door sill and there is 
enough room under the car that the driveshaft bulges only 
slightly into the passenger compartment. 

Externally, the separate structure makes it possible to use 
bolt-on front and rear fenders for easier, cheaper repairs. Other 
items to reduce the cost of body work are a single bumper that 
fits either end of the car and one taillight design for both left 
and right sides. 

The Cruiser shares these particular features with the Deluxe 
and Regal because, fore and aft, it has the same sheet metal. 
Its trunk, for example, is identical in size and shape. 

To sum up, the standard Lark VIII is the most truly compact 
car in its field, yet it performs on a par with other low-priced 
V-8’s, large and small, while delivering excellent fuel economy. 

The new Cruiser, on the other hand, is harder to classify. 
It has a V-8 engine and compact dimensions but it is much 
more than the “V-8 compact” designation suggests. It is un- 
surpassed in its class in comfort and luxury and is available 
with the hottest engine options of any smaller car. 

The original Lark diversified the kinds of cars built in this 
country by joining the Rambler in establishing the compact 
class. With the number of choices it now makes available, 
Studebaker’s latest model has increased the variety within the 
class itself. /M1 





SEE PAGE 44 FOR TEST DATA 
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MOTOR TREND TEST DATA 


THE V-3 COMPACTS 


TEST CAR: Buick Special 
BODY TYPE: 4-door sedan 
BASE PRICE: $2384 


TEST CAR: Buick Special 
BODY TYPE: 4-door sedan 
BASE PRICE: $2573 





TEST CAR: Oldsmobile F-85 
BODY TYPE: 4-door sedan 
BASE PRICE: $2384 





OVERALL LENGTH: 188.4 inches 
OVERALL WIDTH: 71.3 inches 

OVERALL HEIGHT: nee . | commas 
WHEELBASE: 112 inc 

TREAD, FRONT/REAR: 56 and 56 inches 
TEST WEIGHT: 2715 Ibs. 

STEERING: 5 turns lock-to-lock 
TURNING CIRCLE: 38.1 feet curb-to-curb 
GROUND CLEARANCE: 4.9 inches 


OVERALL LENGTH: 188.4 inches 
OVERALL WIDTH: 71.3 inches 

OVERALL HEIGHT: 52.5 inches 
WHEELBASE: 112 inches 

TREAD, FRONT/REAR: 56 and 56 inches 
TEST WEIGHT: 2754 Ibs. 

STEERING: 4 turns lock-to-lock 
TURNING CIRCLE: 38.1 feet cow to-curb 
GROUND CLEARANCE: 4.9 inches 


OVERALL LENGTH: 188.2 inches 
OVERALL WIDTH: 71.5 inches 
OVERALL HEIGHT: ~ 4 oe 
WHEELBASE: 112 inc 

TREAD, FRONT/R can: 36 and 56 inches 
TEST WEIGHT: 2566 Ibs. 
STEERING: 43/4 turns lock-to-lock 
TURNING CIRCLE: 37 feet curb-to-curb 
GROUND CLEARANCE: 4.9 inches 





SEATING CAPACITY: Six 
FRONT SEAT 

HEADROOM: 34 inches 

WIDTH: 58.6 inches 

LEGROOM: 44 inches 
TRUNK CAPACITY: 14.1 cubic feet 


SEATING CAPACITY: Six 

FRONT SEAT 
HEADROOM: 34 inches 
WIDTH: 58.6 inches 


LEGROOM: 44 inches 
TRUNK CAPACITY: 14.1 cubic feet 


SEATING Sepacerys Six 
FRONT SEA 
MEADROOM: 34 inches 
WIDTH: 58.6 inches 
LEGROOM: 44 inches 
TRUNK CAPACITY: 12.1 cubic feet 





TYPE: Ohv V-8 

DISPLACEMENT: 215 cubic inches 
BORE & STROKE: 3.5 x 2.8 
COMPRESSION RATIO: 8.8-to-1 
CARBURETION: Single 2-barrel 
HORSEPOWER: 155 @ 4600 rpm 
TORQUE: 220 @ 2400 rpm 
TRANSMISSION: 3-speed manual 
REAR AXLE RATIO: 3.36 


V-8 
DISPLACEMENT: a6 cubic inches 
BORE & STROKE: 3.5 x 2.8 
COMPRESSION RATIO: 8.8-to-1 
CARBURETION: Single 2-barrel 
HORSEPOWER: 155 @ 4600 rpm 
TORQUE: 220 @ 2400 rpm 
TRANSMISSION: Automatic 
REAR AXLE RATIO: 3.08 


TYPE: Ohv V-8 

DISPLACEMENT: 215 cubic inches 
BORE & STROKE: 3.5 x 2.8 
COMPRESSION RATIO: 8.8-to-1 
CARBURETION: Single 2-barrel 
HORSEPOWER: 155@ 4800 rpm 
TORQUE: 210 @ 2800 rpm 
TRANSMISSION: 3-speed manual 
REAR AXLE RATIO: 3.08 





GAS MILEAGE: 16 to 20 miles per gallon 

ACCELERATION: 0-30 mph in 4.1 seconds, 
0-45 mph in 7.9 seconds and 0-60 mph 
in 11.7 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
ane 60 mph are actual 29.5, 45 and 60 

h rn ectively 

ovo ERR OR: Indicated 100 miles is 
pony 00 mile 

ee RATIO: 17.5 ibs. per horse- 


HORSEPOWER PER CUBIC INCH: .72 


GAS MILEAGE: 14 to 18 miles per gallon 

ACCELERATION: 0-30 mph in 4.5 seconds, 
a, A lead in _ seconds and 0-60 mph 

SPEEDOMETER. ERROR: Indicated 30, 45 
and 60 mph are actual 30.5, 45.1 and 
61 mph respectively 

oes the a oo indicated 100 miles is 
actua 

WEIGHT-POWER ‘RATIO: 17.7 Ibs per horse- 


HORSEPOWER PER CUBIC INCH: .72 


GAS MILEAGE: 17 to 21 miles per gallon 

ACCELERATION: 0-30 mph in 4.5 seconds, 
0-45 mph in 7.4 seconds and 0-60 mph 
in 11.9 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
one 60 mph are pag 30.5, 45.5 and 

0.5 mph respective 

ODOMETER oe indicated 100 miles is 
actual 102" miles 

WEIGHT-POWER RATIO: 16.6 ibs. per horse- 


power 
HORSEPOWER PER CUBIC INCH. 72 
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be CAR: Pontiac Tempest 
BODY TYPE: 4-door sedan 
BASE PRICE: $2555 


TEST CAR: Rambler Classic Custom 
BODY TYPE: 4-door sedan 
BASE PRICE: $2731 


TEST CAR: Rambler Classic Custom 
BODY TYPE: 4-door sedan 
BASE PRICE: $2512 





OVERALL LENGTH: 189.3 inches 
OVERALL WIDTH: 72.2 inches 
OVERALL HEIGHT: _ 5 inches 
a 112 inches 
EAD, FRONT/REAR:'56.8 and 56.8 inches 
TEST WEIGHT: 2667 Ibs. 
STEERING: 4.25 turns lock-to-lock 
TURNING CIRCLE: 41 feet curb-to-curb 
GROUND CLEARANCE: 6 inches 


OVERALL LENGTH: 189.9 ineies 


A iD , 
OVERALL HEIGHT: 57.1 inches 
WHEELBASE: 108 inches 
TREAD, FRONT/REAR: 58.8 and 59.1 inches 
TEST WEIGHT: 3255 Ibs. 
STEERING: 4.2 turns lock-to-lock 
TURNING CIRCLE: 37.6 feet curb-to-curb 
GROUND CLEARANCE: 5.4 inches 


OVERALL LENGTH: 189.9 inches 

OVERALL WIDTH: 72.4 inches 

OVERALL HEIGHT: os - * oeaaae 

WHEELBASE: 108 inch 
READ, FRONT/REAR: 38. 8 and 59.1 inches 

TEST WEIGHT: 3255 Ibs. 

STEERING: 4.2 turns lock-to-lock 

TURNING CIRCLE: 37.6 feet curb-to-curb 

GROUND CLEARANCE: 5.4 inches 





SEATING CAPACITY: Six 

FRONT SEAT 
HEADROOM: 34 inches 
WIDTH: 58.6 inches 


LEGROOM: 44.1 inches 
TRUNK CAPACITY: 13.5 cubic feet 


SEATING CAPACITY: Six 
FRONT SEAT 


HEADROOM: 36 inches 
WIDTH: 59.8 yo 
LEGROOM: 43 inc 
TRUNK CAPACITY: ee 5 cubic feet 


SEATING CAPACITY: Six 
FRONT SEAT 


HEADROOM: 36 inches 
WIDTH: 59.8 inches 
LEGROOM: 43 inches 
TRUNK CAPACITY: 13.5 cubic feet 





TYPE: Ohv V-8 
DISPLACEMENT: 215 cubic inches 
BORE & STROKE: 3.5 x 2.8 
COMPRESSION RATIO: 8.8-to-1 
CARBURETION: Single 2-barrel 
HORSEPOWER: 155 @ 4600 rpm 
TORQUE: 220 @ 2400 rpm 
TRANSMISSION: Automatic 
REAR AXLE RATIO: 3.55 


PE: Ohv V-8 

DISPLACEMENT: 250 cubic inches 
BORE & STROKE: 3.5 x 3.25 

COMPRESSION RATIO: 8.7 

CARBURETION: Single 2-barrel 

HORSEPOWER: 200 @ 4900 rpm 

TORQUE: 245 @ 2500 rpm 

TRANSMISSION: <a 

REAR AXLE RATIO: 3.15 


TYPE: Ohv V-8 

DISPLACEMENT: 250 ex inches 

BORE & STROKE: 3.5 x 3. 

COMPRESSION RATIO: 8. = 

bee head Single 4-barrel 
ONSEFOW: R: 215 @ 4900 rpm 

To UE: 360, @ 2500 rpm 

TRANSMISSION: 3-speed manual 

REAR AXLE RATIO: 4.10 





GAS MILEAGE: 14 to 18 miles per gallon 

ACCELERATION: 0-30 mph in 3.9 seconds, 
0-45 mph in 7 seconds and 0-60 mph 
in 11.8 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
and 60 mph are actual 32, 48 and 64 
mph respectivel 

ODOMETER ERROR: Indicated 100 miles is 
actual 91 miles 

WEIGHT-POWER RATIO: 17.2 ibs per horse- 


power 
HORSEPOWER PER CUBIC INCH: .72 


GAS MILEAGE: 13 to 17 miles per gallon 

ACCELERATION: 0-30 mph in 5.0 seconds, 
0-45 mph in 8.1 seconds and 0-60 mph 
in 13.2 seconds 

SPEEDOMETER ERROR: indicated 30, 45 
and 60 mph are actual 29, 44 and 58 
mph respectively 

ODOMETE = Indicated 100 miles is 
actual 98 

WEIGHT-POWER ‘RATIO: 16.3 Ibs. per horse- 


HORSEPOWER PER CUBIC INCH: .80 


GAS MILEAGE: 12 to 16 miles per gallon 

ACCELERATION: 0-30 mph in 4.1 seconds, 
0-45 mph in 7.6 seconds and 0-60 mph 
in 11.9 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
and 60 mph = actual 31, 47.5 and 63 
mph ee 

ODOMET' RROR: Indicated 100 miles is 
actual o02 ac 

WEIGHT-POWER RATIO: 15.1 Ibs. per horse- 


HORSEPOWER PER CUBIC INCH: .86 





TEST CAR: Oldsmobiie F-85 
BODY TYPE: 4-door sedan 
BASE PRICE: $2573 


TEST CAR: Lark Regal 
BODY TYPE: 4-door sedan 
BASE PRICE: $2290 


pa CAR: Lark Cruiser 
BODY TYPE: 4-door sedan 
BASE PRICE: $2458 








OVERALL LENGTH: 188.2 inches 
OVERALL WIDTH: 71.5 inches 

OVERALL HEIGHT: 52.6 inches 
WHEELBASE: 112 inches 

TREAD, co coon ss and 56 inches 
TEST WEIGHT: 2586 | 

STEERING: 5% turns ite to-lock 
TURNING CIRCLE: 37 feet curb-to-curb 
GROUND CLEARANCE: 4.9 inches 


OVERALL LENGTH: 175 inches 
OVERALL WIDTH: 71. 4 inches 
HT — = — 


STEERING: 4.7 turns a 
TURNING CIRCLE: 37.5 feet curb-to-curb 
GROUND CLEARANCE: 6.1 inches 


OVERALL LENGTH: 179 inches 

OVERALL WIDTH: 71.4 inches 

OVERALL HEIGHT: 56.5 inches 
WHEELBASE: 113 inches 

TREAD, ae Go tt 4 and 56.6 inches 
TEST WEIGHT: 3001 | 

STEERING: 4.4 turns elon to-lock 

TURNING CIRCLE: 39 feet curb-to-curb 
GROUND CLEARANCE: 6.1 inches 
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SEATING CAPACITY: Six 
FRONT SEAT 

HEADROOM: 34 inches 

WIDTH: 58.6 inches 

LEGROOM: 44 inches 
TRUNK CAPACITY: 12.1 cubic feet 


SEATING CAPACITY: Six 

FRONT SEAT 
HEADROOM: ve inches 
WIDTH: 59.5 inch ral 
LEGROOM: 43.5 in 

TRUNK CAPACITY: 12. az Suble feet 


SEATING CAPACITY: Six 
FRONT SEAT 


HEADROOM: 35.2 inches 
WIDTH: 59.5 inches 
LEGROOM: 43.5 inches 

TRUNK CAPACITY: 12.6 cubic feet 











TYPE: v V-8 
DISPLACEMENT: et cubic inches 
BORE & STROKE: 3.5 x 2.8 
COMPRESSION RATIO: 8.8-to-1 
CARBURETION: Single 2-barrei 
HORSEPOWER: 155 @ 4800 rpm 
TORQUE: 210 @ 2800 rpm 
TRANSMISSION: Automatic 
REAR AXLE RATIO: 3.23 


TYPE: Ohv V-8 
DISPLACEMENT: 259.2 amie inches 


ETION: Single 2- barrel 
HORSEPOWER R: 180 @ 4500 rpm 
TORQUE: 260 @ 2800 rpm 
TRANSMISSION: 3-speed manual 
REAR AXLE RATIO: 3.07 


TYPE: Ohv V-8 
ee ae 289 ‘cE inches 
ORE & STROKE: 3.56 x 3.62 
COMPRESSION RATIO: 8. 8 
RBURETION: Single 2-barrel 
or SEPOWER: 210 @ 4500 rpm 
TORQUE: 300 @ 2800 rpm 
TRANSMISSION: Auhormatic 
REAR AXLE RATIO: 3.07 





GAS MILEAGE: 14 to 18 mies per gallon 

ACCELERATION: 0-30 mph in 4.5 seconds, 
0.45 mph in 8.2 seconds and 0-60 mph 
in 12.7 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
and 60 mph are actual 30.5, 46 and 61 
mph res —— 

ODOMET' ROR: Indicated 100 miles is 
actual 98. Py mil 

WEIGHT-POWER RATIO: 16.7 Ibs per horse- 


power 
HORSEPOWER PER CUBIC INCH: .72 


GAS MILEAGE: 16 to 20 miles per gallon 

ACCELERATION: 0-30 mph in 3.7 seconds, 
0-45 mph in 6.1 seconds and 0-60 mph 
in 10.1 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
and 60 mph are a 27.5, 40.5 and 
53.5 mph respectivel 

ODOMET' ER - Indicated 100 miles is 
actual 107 mile 

WEIGHT-POWER RATIO: 16.5 Ibs. per horse- 


HORSEPOWER PER CUBIC INCH: .69 


GAS MILEAGE: 12 to 16 miles per gallon 

a a 0-30 mph in 3.8 seconds, 
0-45 mph in 6.4 seconds and 0-60 mph 
in 9.8 seconds 

SPEEDOMETER ERROR: Indicated 30, 45 
and 60 mph are actual 29, 40.5 and 54 
mph respectivel 

ODOMETE = : Indicated 100 miles is 
actual 108 mile: 

WEIGHT-POWER RATIO: 14.3 Ibs. per horse- 


HORSEPOWER PER CUBIC INCH: .73 
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i» LIVES of four MOTOR TREND readers will be changed 
drastically as a result of this article. Within the year those 
four unknowns will be embarked upon careers as automotive 
stylists, attending the nation’s leading school in the field. They 
will have received full scholarships to the Art Center School 
as winners in a new contest which has been designed to find 
their talent. 

Sponsored jointly by MOTOR TREND and the Art Center 
School, the Motor Trend Design Competition has been con- 
ceived as a means of answering one of the auto industry’s 
greatest needs: the discovery and training of talented new car 
stylists. To demonstrate just how strongly Detroit feels in this 
matter, the nation’s five leading automotive stylists have vol- 
unteered to serve as final judges in the competition, Edmund 
Anderson of American Motors, Virgil Exner of Chrysler, 
Randall Faurot of Studebaker-Packard, William Mitchell of 
General Motors and George Walker of Ford will make up 
the most distinguished and capable panel ever to serve in a 
contest of this kind. As the styling chiefs of their respective 
companies, they will pick winners who they know are capable 
of stepping into their staffs after completion of training. 

Any reader of MOTOR TREND who is between the ages of 
18 and 30 and has a real interest in automotive design is 
eligible to enter the competition. (Full rules appear on page 
49.) All entrants must fill out and return the coupon on page 
49 immediately. They will then receive an entry kit which will 
explain the regulations and details of the design problem 
involved. They will have the choice of submitting either 
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sketches or a model of their original design based upon the 
physical limitations given to them in the kit. They may style 
a sedan, a sports car or a bus. A preview look of the basic 
chassis and size requirements is shown on page 48. 

All entries must be submitted by March 31, 1961. Winners 
will be announced in the July issue of MOTOR TREND. 

The winners of the four scholarships (which have a total 
value of $12,000) will receive their awards from semester 
to semester on condition that they fulfill all the requirements 
for admission and attendance at the Art Center School and 
maintain the required grade average. By taking advantage of 
the school’s three-terms-per-year program they can complete 
their course in two years and eight months. They will then 
receive degrees as Bachelors of Professional Arts. 

The Art Center School, now in its 31st year, has pioneered 
in the field of industrial design training with special emphasis 
on automotive styling. Its graduates are now employed in all 
of the nation’s automobile corporations and are in constant 
demand throughout the industry. 

The school has a student body of 1,000 and a staff of in- 
structors numbering 88. E. A. Adams, the school founder, is its 
Director and George A. Jergenson, one of Art Center’s early 
graduates and a veteran of General Motors’ styling depart- 
ment, heads the Department of. Industrial Design. All Art 
Center ins are also py@mcing professiggals in their 
fields q struggo brousk® tis co are 
able prepa Pir studg Omiggmediat@ tr@hsferral and 
actiogg in the ag@fs of gbej ig iggterest. 
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THE JUDGES: AMERICA’S FIVE TOP AUTOMOTIVE STYLISTS 


George W. Walker 
Ford Motor Company 











eg 
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Randall D. Faurot 
Studebaker-Packard 





Virgil M. Exner 
Chrysler Corporation 





William L. Mitchell 
General Motors 





>y \G 
Edmund E. Anderson 
American Motors 





The four winners of the Motor Trend Design Competition 
will receive full scholarships to the famous Art 
Center School (above). Through instruction by professional 
stylists and workshop projects (left), they 
will emerge as much sought after practicing stylists. 
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Six car may be designed as either a sedan, sports car 
or a wagon-bus. Restrictions to the imaginative stylist 
are at a minimum. Full details are given in the entry kit. 


Entrants in the Competition will submit original 
automotive designs based upon the dimensions of the 
“package” shown above. The front-wheel drive, slant- 
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RULES OF THE MOTOR TREND DESIGN COMPETITION 


Purpose: To discover and encourage young men 
and women of ability, taste and ambition for 
careers in the growing field of automotive design. 


Awards: Grand winners will receive four full 
degree scholarships to the Art Center School of 
Los Angeles (combined value is approximately 
$12,000). These scholarships lead to the Bachelor 
of Professional Arts Degree in Industrial Design. 
If unusual talent is apparent, additional scholar- 
ships may be awarded. The scholarship course 
can be completed in two years and eight months 
by following the three-terms-per-year program 
available at Art Center. 


Those who may enter: The competition is open to 
all young men and women who have graduated 
in good standing from high school and who are 
in the general age bracket of 18-30. (Those who 
will graduate in the Spring of 1961 are also 
eligible.) Winners must be prepared to accept and 
use the scholarship beginning the semester fol- 
lowing the close of the. competition (Summer, 
1961). There are no restrictions as to sex, race, 
(ore) [e) ane) aoa ci -le B 


Those who may not enter: Current students at Art 
Center School, employees of the Art Center 
School and Petersen Publications, Inc., and mem- 
bers of their families. 


How to enter: Fill out the application form accom- 
panying this issue of MOTOR TREND magazine 
and mail immediately to ‘“‘Motor Trend Design 
Competition,’’ care of the Art Center School, 5353 
West Third Street, Los Angeles 5, California. 
When you have received the Entry Kit, follow the 
printed instructions explicitly. All entries must be 
submitted by March 31, 1961. Winners will be 
announced in the July, 1961 issue of MOTOR 
TREND. 


What is required: The competition is centered 
around designs for a ‘‘package’’ development. In 
general it will pertain to designs for a basic car 
or truck. Drawings will be limited to 18 x 24 
inches and to three in number, covering a profile, 
end view and partial plan and two perspectives. 
Dimension limits for the design and details of the 
power train to be included will be given in the 
Entry Kit. 


Responsibility: Because of the volume of entries, 
no drawings, entries, photographs of models or 
accompanying data can be returned under any 
circumstances. No entries or material will be 
accepted unless accompanied by sufficient 


postage. Petersen Publications, Inc. shall have 
the right to publish any or all of the entries sub 
mitted. 


Judges and judging: Final selection of the winners 
will be accomplished by a distinguished board of 
judges representing the leading automobile 
manufacturers and representatives of MOTOR 
TREND and the Art Center School. Their decision, 
of course, will be final in all cases and there will 
be no appeal. 


Shipping instructions: All material pertaining to 
the competition, including correspondence and 
entries, should be sent (by March 31, 1961) di- 
rectly to: 


Motor Trend Design Competition 
c/o Art Center School 

5353 West Third Street 

Los Angeles 5, California 


Drawings must not be framed or elaborately 
mounted. They must be within the 18” by 24” 
limitations and they must not exceed three in 
number. Sketches and text data must be type 
written on standard letter-size paper 


Entry material which is incomplete or im- 


properly prepared will not be considered in the 
competition. This competition is subject to all 
rules and regulations of the Art Center School | 


and of Petersen Publications, Inc. 

























MOTOR TREND design COMPETITION 


c/o Art Center School 
5353 West Third Street 
Los Angeles 5, California 


Please send an entry kit, containing complete 
instructions and contest forms to 


NAME 
ADDRESS 
CITY 
STATE 
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FULL RANGE ROAD TEST 























an outstanding 
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Fro” ECONOMY RUN WINNER to performance champion, Ply- 
mouth is the one automobile that can claim competition 
success at either end of its V-8 range. While other low-priced 
big cars have engine choices just as broad, only Plymouth con- 
sistently tops its class in both contests for minimum fuel con- 
sumption and trials for top acceleration. 

To continue this record into '61, the make offers four 
different V-8 engines, plus three special police options, each 
tailored for its own purpose. The emphasis on specialized power 
trains is underscored this year by two new manual transmissions. 
Both are the usual three-speed type but one is light weight for 
use with the economy engine, while the other is engineered for 
extremely high torque outputs. 

Automatic transmissions also come in two forms, two- or 
three-speed. Finally, the Plymouth V-8 buyer can choose from 
seven listed ratios for the rear axle. 

There are some limitations on just how these components are 
combined. Scientific set-ups are provided for specific purposes. 
However, any power train that is available can be obtained in 
any Plymouth series — Savoy, Belvedere or Fury. It is entirely 
possible, for example, to order a stripped Savoy with top per- 
formance equipment or a deluxe Fury with economy options. 


combination of power and ride 


For this report, MOTOR TREND tested a 330-hp Fury hard- 
top and a 305-hp Fury convertible. Powering the two-door 
hardtop was the big Sonoramic Commando engine with ram 
induction. Geared through the new heavy-duty stick shift and 
a 3.31 rear axle, it bolted the car from a standing start to 60 
mph in 7.4 seconds. 

Certainly, such performance requires no apology but it does 
deserve an explanation for not being even better. Another 
Chrysler product tested last month had a similar engine with 
an automatic transmission, yet it reached 60 mph in only 6.8 
seconds. The reason for the difference is that the Fury did not 
have a limited-slip differential or, as Plymouth calls it, Sure- 
Grip, while the other car did. 

During the Sonoramic Fury’s acceleration runs, the rear tires 
would break loose, causing the wheels to spin excessively and, 
with too much throttle, the whole rear end to fish-tail badly. 
As a result, the car could not make a clean jump under full 
power; complete advantage simply could not be taken of its 
terrific engine output. 

The Sonoramic Commando V-8 has been carried over from 
’°60 with no fundamental changes. With a bore of 4.25 inches 
and a stroke of 3.38, it displaces 383 cubic inches. Two four- 
barrel carburetors feed its ram manifolding, the cémpression 
ratio is 10-to-1 and dual exhausts discharge the burned gases. 
It produces 330 hp at 4800 rpm and 460 lbs.-ft. of torque at 


2800 rpm. The high torque rating at a relatively low engine 
speed is accounted for by the ram intake system. Resonance 
within the manifold causes a strong flow of air-fuel mixture 
at medium speeds but tapers off as revs increase. 

Obviously, such an engine is not going to be very easy on 
fuel. The test car averaged 13.6 mpg in an 11-to-15-mpg 
operating range. 

In MT’s Fury, the mighty ram powerplant was coupled 
through an 11-inch clutch to Plymouth’s new heavy-duty 
manual gearbox. Ratios are 2.55 for first, 1.49 second and 3.34 
reverse. An occasional feature of the new transmission is its 
“closed case” design. The entire housing is formed in one piece 
with a stamped access cover at the top instead of the usual, 
bulky cast-iron cover along one side. The result is a smaller, 
lighter, yet more rigid assembly. 

Torqueflite automatic is optional with the Sonoramic Com- 
mando. The standard axle ratio with either transmission is 3.23. 

Plymouth also bases three police engines on the 383-cubic- 
inch block. One of these is the same as the Sonoramic except 
that it is available with two special axle ratios. Another has a 
single four-barrel carburetor on a conventional manifold to 
develop 325 hp at 4600 rpm and 425 lbs.-ft. of torque at 2800 
rpm, while the last features two four-barrels feeding a normal 
intake system for 330 hp at 5200 rpm and 425 lbs.-ft. at 3600 
rpm. All three have the Sonoramic’s 10-to-1 compression ratio 
and dual exhaust system. 

Both the beefed manual and Torqueflite automatic trans- 
missions are available with the police engines and 3.23 is again 
the standard axle ratio. In addition, for really tearing up the 
pavement, 4.10 and 4.56 are optional. Both of these ratios are 
supplied with Sure-Grip as standard equipment. 

It is interesting to note the difference between the Sonoramic 
and the last police option. Both develop the same horsepower, 
330, but the latter takes an extra 400 rpm to do it. In torque, 
the ram unit produces 35 Ibs.-ft. more at 800 rpm less. The 
lawman’s engine lacks the mid-range punch of the Sonoramic 
but performs more consistently over a broader rpm range and 
is especially stronger at high speeds. 

While none of the 383 powerplants could be considered 
mild, neither is any of them very highly stressed. They all share 
the same moderate compression ratio and valve timing. Since 
the displacement is within a few cubic inches of other really 
hot stocks, notably Pontiac’s 389 and Ford’s new 390, it appears 
there is even: greater power potential in the big Plymouth V-8 
than is being realized. At 330 hp, it is developing .86 hp per 
cubic inch, a relatively conservative figure for a hot engine. 
Higher compression, a more radical cam and shorter ram pipes 
should make the car an absolutely sensational performer. 

In all forms, the 383 is a special order item. The Sonoramic 
Commando is a regular production option but cars equipped 
with it are not apt to be awaiting customers at the average 
Plymouth agency. The police engine-gearing packages are even 
harder to obtain and may not be available at all from some 


dealers. continued 
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Plymouth’s square steering wheel exists for better 
visibility. For many, however, its benefits are cancelled 
by the placement of the speedometer housing. 


THE PLYMOUTH V-8’S continued 


The hottest Plymouth V-8 normally found in showroom 
cars is the Golden Commando, the 305-hp unit MT tried in 
a Fury convertible. Fitted with Torqueflite and a 3.31 axle, it 
recorded a 0-to-60-mph time of 9.8 seconds. Fuel consumption 
was a notch better than the Sonoramic’s, an average of 14.3 mpg 
in a range from 12 to 16 mpg. 

The Golden Commando’s basic block is similar to the 383’s. 
It has the same 3.38-inch stroke though the bore is a smaller 
4.12 inches for a total displacement of 361 cubic inches. The 
carburetor is a single four-barrel, the compression ratio 9-to-1 
and the exhaust system again dual. Compression is actually a 
point less than it was in the equivalent engine for ’60 but en- 
larged intake valves permit the same output, 305 hp at 4800 
rpm and 395 lbs.-ft. of torque at 3000 rpm. 

While not as spectacular as the Sonoramic, the Golden Com- 
mando is well suited to high performance on the road. It is 
a smoother, quieter engine, yet still potent enough to cope with 
any normal driving situation. And, because of its lower com- 
pression ratio, it can run on a good grade of regular fuel, saving 
a bit more in operating costs than its mpg figures might indicate. 

Torqueflite’s advantages show up particularly well with the 
Golden Commando. The engine is powerful enough that the 
transmission’s efficiency is put to good use yet smooth enough 
that shift points are seldom noticed by the driver unless he 
pays deliberate attention. 

An automatic that combines a torque converter and a three- 
speed gearbox, Torqueflite has ratios of 2.45 in both first and 
reverse and 1.45 in second. The converter has a maximum mul- 
tiplication of 2.20 so, in theory, the lowest overall gear is 
5.39 momentarily. 

The big manual box is also available with the Golden Com- 
mando. Both transmissions have 3.31 as a standard axle ratio 
and 3.58 with Sure-Grip as an option. In addition, for smoother 
cruising and slightly better economy, the automatic can be had 


with 2.93. 
At the bottom of the line in terms of power is Plymouth’s 


The “milder” of the two engines tested was the 
361-cubic-inch engine Golden Commando. It doesn’t 
have all the ram tubing but power is very good. 


standard eight-cylinder engine, the 230-hp Fury V-800. Despite 
its name, it is not restricted to the Fury series but is supplied 
just as readily in the Belvedere and Savoy. 

An entirely different engine from the big 383- and 361- 
cubic-inchers, the Fury’s bore and stroke are 3.91 and 3.31 
inches, respectively, and its displacement 318 cubic inches. 
Equipped with single two-barrel carburetion, 9-to-1 compres- 
sion and a single exhaust, it develops 230 hp at 4400 rpm 
and 340 lbs.-ft. of torque at 2400 rpm. 

Though the Fury V-800 was not included in MT’s Plymouth 
test schedule, reasonable estimates of its performance and 
economy can be made on the basis of previous experience. From 
0-to-60 mph should take approximately 12 seconds, give or take 
a second depending on the gearing, and fuel consumption is 
between 15 and 19 mpg. 

Three transmissions, another new manual and two automatics, 
are offered for the Fury. The three-speed stick shift has the 
same “closed case” design as the heavy-duty unit but is even 
smaller and lighter. Adaptcd from the box introduced last year 
for the Valiant and Plymouth Sixes, it has a 2.12 first, 1.43 
second and 2.73 reverse. 

The automatic options are Torqueflite and Powerflite. The 
latter dates back to the time when Plymouth first offered a 
true automatic. It features 4 torque converter and two-speed 
gearbox with 1.72 for both fifst-and réverse. Though not as 
efficient as the newer Torqueflite, it is priced lower and has 
proven quite reliable in operation. 

Fury V-800 axle ratios, listing the standard ones first, are 
3.58 and 3.91 with manual gearing, 3:31 and 3.58 with Power- 
flite, 2.93 and 3.31 with Torqueflite. 

The last engine on the list is the Super Fury V-800, a 
modified version of the standard 318-cubic-inch V-8. Essen- 
tially, it differs only in breathing ability. It has a single four- 
barrel carburetor, longer valve timing and a dual exhaust’sys- 
tem, boosting it to 260 hp at 4400 rpm and 345 lbs.-ft. at 
2800 rpm. 

The Super Fury is ideal for the driver who wants reasonable 
economy but likes a little more responsiveness for passing, hill- 
climbing and so forth. Torqueflite is the only transmission that 
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The new manual transmission 
(right) is adapted from the 
unit introduced last year for the 
Valiant and Plymouth Sizes. 
Trunk room (above) is huge. 


THE PLYMOUTH V-8’S 


comes with it and the axle ratios are again 2.93 standard and 
3.31 optional. 

With the exception of the Golden Commando’s altered com- 
pression and valving, the Plymouth V-8’s are all basically the 
same as they were last year. However, there are important re- 
finements in engine accessories throughout ihe line. 

Most important is the alternator, replacing the conventional 
generator. Producing alternating rather than direct current, it 
charges even at idling speeds. Battery life should be longer and 
more reliable, since drain is reduced considerably. Elsewhere in 
the electrical system, the distributor has a nylon rubbing block 
at the breaker points to lessen the need for adjustments and the 
starter incorporates a solenoid shift for quieter, longer-lasting 
service. 

Carburetor flooding has been minimized by a synthetic rubber 
tip on the fuel inlet needle that affords a better seal. 

With the 361- and 383-cubic-inch engines, the power steer- 
ing pump is mounted on a pivoting bracket that automatically 
adjusts the drive belt to meet various load requirements. When 
the pump is not in use, tension is relaxed. 

The actual feel of the power steering is not affected. Ic still 
has the light, quick touch characteristic of Chrysler products. 
Handling qualities are generally much as they have been since 
the first low-slung Plymouths of ’57; in a word, excellent. This 
point is being made for the fifth year in a row, but it is still as 
valid as ever. 

Except for the Dart, which has the same type of suspension, 
no other car in Plymouth’s class can match its combination of 


54 MOTOR TREND/FEBRUARY 1961 


riding comfort and handling control. The car is extremely stable 
at all road speeds, corners beautifully and maneuvers precisely, 
all an added safety factor when as much as 330 hp is under the 
hood. Though the torsion bars attached to the front wheels 
usually get the credit, the fine handling is due to well-planned 
geometry throughout the entire springing system. 

In appearance, the new Plymouth is drastically changed, but 
the basic unit structure remains the same. Inside the car, the 
owner of a 60 model would feel right at home. He might miss 
the tail fins the first time he tried backing into a parking place 
but, otherwise, everything would seem familiar. 

Chrysler Corporation in general and Plymouth in particular 
have been noted for experimenting with new interior features. 
Two successful items introduced last year have been continued, 
the squared steering wheel which provides a handy, compact 
feel, as well as greater leg clearance and better visibility, and 
the high-backed driver’s seat, offering better support for the 
back and shoulders. One idea that did not work out too well, 
swivel front seats, has been dropped. 

Though seating is comfortable, it is marred by a peculiar 
Plymouth characteristic. At the base of the front seat backs is 
a rigid frame that is very thinly padded and can cause a sore 
spot in a tender part of the anatomy during an all-day drive. 


Oddly, such a problem has not been noticed on other Chrysler 
products. 

The instrument layout continues to feature a horizontal, 
thermometer-like speedometer in a special housing above the 
main part of the dash. In a car otherwise distinguished for fine 
engineering, this arrangement is difficult to understand. For 
some drivers, the housing blocks the view over the hood while 
others cannot see the instrument itself because it is hidden 
behind the rim of the steering wheel. Even if it were clearly in 
sight, it would still be hard to read at a glance. A red bar 
registers five mph increments, requiring a good, close look for 
an accurate idea of the car’s speed. 

In fairness, one improvement in the speedometer should be 
pointed out. To eliminate noise, a magnetic right-angle drive 
has replaced the previous bevel gear system. 

Other instruments, temperature and fuel gauges, have been 
rejoined this year by an ammeter. Apparently, this is to re- 
assure the new Plymouth owner that the alternator really is 
charging at idling speeds. Oil pressure is still indicated by a 
warning light. 

Overall criticisms of the Plymouth must be directed at details 
like seat frames and speedometers. The basic design is ex- 
ceptionally good. 

Each of the V-8 engines serves its purpose well, the trans- 
missions include one of the best three-speed automatics in the 
business and the first really new stick shifts for a big car in 
several years, the suspension system is one of the best in any 
U.S.-made car and the unit body is roomy and rugged. Any one 
of these features would make the car a good one. Added to- 
gether, they make it outstanding. /MtT 
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Test Car 


TEST CAR: Plymouth Fury 
BODY TYPE: Convertible 
BASE PRICE: $2967 


Maneuverability Factors 


OVERALL LENGTH: 209.5 inches 

OVERALL WIDTH: 80 inches 

OVERALL HEIGHT: 54.9 inches 
WHEELBASE: 118 inches 

TREAD, FRONT/REAR: 60.9 and 59.7 inches 
SHIPPING WEIGHT: 3935 Ibs. 

STEERING: 3.5 turns lock-to-lock 

TURNING CIRCLE: 45.7 feet curb-to-curb 
GROUND CLEARANCE: 5 inches 


Interior Room 


SEATING CAPACITY: Six 
FRONT SEAT 
HEADROOM: 34.6 inches. 
WIDTH: 63.8 inches 
LEGROOM: 45.1 inches 
TRUNK CAPACITY: 14.1 cubic feet . 


Engine and Drive Train’ 


TYPE: Ohv V-8 

DISPLACEMENT: 361 cubic inches 
BORE AND STROKE: 4.12 x 3.28 
COMPRESSION RATIO: 9-to-1 
CARBURETION: Single 4-barrel 
HORSEPOWER: 305 @ 4800 rpm 
TORQUE: 395 @ 3000 rpm 
TRANSMISSION: 3-speed automatic 
REAR AXLE RATIO: 3.31 


Performance 


GAS MILEAGE: 12 to 16 miles per gallon 

ACCELERATION: 0-30 mph in 4.0 seconds, 0-45 mph in 
5.9 seconds and 0-60 mph in 9.8 seconds 

SPEEDOMETER ERROR: indicated 30, 45 and 60 mph are 
actual 28.5, 42 and 53 mph respectively 

voi ERROR: Indicated 100 miles is actual 106 
miles 

WEIGHT-POWER RATIO: 12.9 Ibs. per horsepower 

HORSEPOWER PER CUBIC INCH: .84 


TEST CAR: Plymouth Fury 
BODY TYPE: 2-door hardtop 
BASE PRICE: $2798 


OVERALL LENGTH: 209.5 inches 

OVERALL WIDTH: 80 inches 

OVERALL HEIGHT: 54.6 inches 
WHEELBASE: 118 inches 

TREAD, FRONT/REAR: yt and 59.7 asad 
SHIPPING WEIGHT: 3840 Ibs. 

STEERING: 3.5 turns lock-to-lock 

TURNING CIRCLE: 45.7 feet curb-to-curb 
GROUND CLEARANCE: 5 inches 


SEATING eee: Six 

FRONT SEAT 
HEADROOM: 33.5 inches 
WIDTH: 63.8 inches 
LEGROOM: 45.1 inches 

TRUNK CAPACITY: 16.8 cubic feet 


TYPE: Ohv V-8 

DISPLACEMENT: 383 cubic inches 

BORE AND STROKE: 4.25 x 3.38 
COMPRESSION RATIO: 10-to-1 : 
CARBURETION: Dual 4-barrel with ram manifold 
HORSEPOWER: 330 @ 4800 rpm 

TORQUE: 460 @ 2800 rpm 

TRANSMISSION: 3-speed manual 

REAR AXLE RATIO: 3.31 


GAS MILEAGE: 11 to 15 miles per galion . 

ACCELERATION: 0-30 mph in 3.0 seconds, 0-45 mph in 
4.2 seconds and 0-60 mph in 7.4 seconds 

SPEEDOMETER ERROR: indicated 30, 45, and 60 mph are 
actual 29, 43 and 54 mph respectively 

were mes ERROR: indicated 100 miles is actual 104.5 _ 
miles 

WEIGHT- POWER RATIO: 11.7 Ibs. per horsepower 

HORSEPOWER PER CUBIC INCH: .84 
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gue INDEPENDENT rear suspensions and high 

front roll centers don’t make a car any easier to 
park or to slip through a narrow slot in traffic to pick 
up a few car lengths on Main Street. For most drivers, 
convenience in city driving is far more important 
than handling on the open road. Maybe 80 per cent 
of their driving is done in town. These drivers shou!d 
be thinking more about “traffic-ability” when they 
buy a car. 

This new term, “traffic-ability,” very simply means 
maneuverability, the ease with which a car makes its 
way through the obstacles of city traffic. It’s an in- 
tangible but most important quality which few car 
critics have tried to measure, much less mention. But 
measured it can be. We will show how on these pages 
and we will apply the criterion to the 1961 cars. 
Going one step farther, we will add up all of the 
measurable elements and compute from them our 





by Dean Parker 





own “maneuverability factor.” The results will offer 
some real surprises. They will show that maybe a 
Cadillac is more maneuverable than a Comet, that 
perhaps a Lincoln Continental is more maneuverable 
than a Ford! 

There are only three basic factors that combine to 
determine the relative maneuverability of a car: (1) 
the minimum diameter of its turning circle; (2) the 
overall steering ratio; and (3) the car’s external 
length and width dimensions. These factors will de- 
termine the minimum-size parking space into which 
the car can squeeze, how sharply the front wheels 
can be cramped to get into the space, the space needed 
to turn the car around, how sharply it can turn a 
corner, how readily it can squeeze through small slots 
in traffic, how quickly the car will change direction 
in response to the driver's steering “input.” 

continued on next page 
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WHAT IS YOUR CAR’S TRAFFIC-ABILITY? 


The minimum turning circle of a car is determined by 
the combined effect of four design factors: the car’s wheel- 
base, the maximum angle through which the inside front wheel 
can be turned by the steering gear, the distance between the 
front steering spindles, the distance from the center of the 
steering spindle to the outside of the front tire. The smaller 
these dimensions and the steeper the maximum steering angle, 
the smaller will be the minimum turning diameter. 

Probably the major physical limitation to reductions in 
turning circle diameter is the maximum steering angle of the 
front wheels. There are many clearance problems here. The 
tire, wheel and brake must clear the suspension and steering 
linkages. There are particular difficulties with front-drive cars 
which have limitations in the working angle of the U-joint and 
with rear-engine cars which have the passenger compartment 
moved far forward so that the front wheel may jut into the 
foot space when turned. Good engineering can smooth out 
these compromises, but it is always wise to check the turn- 
ing circle specifications before buying to make sure the problem 
has been solved. 

The overall steering ratio is defined as the number of 
degrees the steering wheel must be rotated to give an angular 
deflection of one degree at the front wheels (see diagram ). 
Modern American cars have overall steering ratios ranging 
generally between 17-to-1 and 33-to-1. Obviously the lower 
this ratio is numerically, the more responsive the car will be 
to steering, since the driver will have to rotate the steering 
wheel less for a given movement of the front wheels. This is 
a vital factor in the general maneuverability problem. Take a 
car with a 25-to-1 overall steering ratio and combine it with 
a wheelbase under 100 inches and wheel track width to match. 
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The wheelbase and track width say that this is a maneuverable 
car. The steering ratio says it isn’t. There will be certain 
maneuvers that simply can’t be done with this car — that 
could be done if it had a 15-to-1 ratio. 

Then why don’t all cars have 15-to-1 steering ratios? Be- 
fore the days of power steering the answer to this question 
was simple. With the heavy front ends on our cars, drivers 
needed the high ratio to give enough leverage to turn the big 
front tires at low speeds. But the age of power steering is 
here and the physical limitations are gone. Ratios on power 
steering systems are generally lower than the corresponding 
mechanical system, but most power ratios on full-size cars 
(see chart, page 62) are above 20-to-1, which isn’t “quick” 
by any means. It is quite obvious that Detroit engineers feel 
that steering ratios quicker than those now offered are just a 
bit too much to handle for the average driver. 

The external dimensions of a car and the importance they 
play in maneuverability need little explanation. It would 
seem that the simplest and best way to rate a car’s external 
size is just to multiply the overall length times the width. This 
will give us the minimum block area (in square feet) that 
the car can be set within. We can compare all sizes of cars 
directly on this basis. (See page 62.) 

At first glance it might seem that we could come up with 
one single and final factor to rate the general maneuver- 
ability of any car, based upon the three factors that we have 
just discussed. It’s not that easy. Who is to say if each of these 
three elements is of equal importance? You will find strong 
arguments that will make any one of them the most vital ele- 
ment. But, if we can agree for just the moment that three 
factors are equal partners in maneuverability, we can arrive at a 
quick rating of all the cars. Multiplying all the figures together 
(length-width area x turning circle x steering ratio) and then 























THE TURNING CIRCLE is one of th most important 
maneuverability factors. As shown (above, left), the car 
with the smallest turning circle is the Triumph Herald; 
the U.S.-built car that is best in this department is the 
Rambler American; and the Imperial has the largest turn- 
ing diameter. A complete listing is shown on the next page. 


EXTERNAL DIMENSIONS and their effect upon maneu- 
verability are best measured by multiplying their overall 
width by their overall length (above, right). This gives the 
block area that the driver must pilot through city traffic. 


STEERING RATIO is the number of degrees of wheel 
rotation (“X” at right) required to give one degree angu- 
lar deflection of the front wheels. Ratios of the 1961 
Detroit cars and important imports are on the nezt page. 


dividing the results by 1,000 to bring it down,to a more 
readable figure gives us a tangible “factor” for every car. 

The results of this comparison appear on Page 62. Remem- 
ber that they aren’t given as a final judgement but only 
the author's attempt to give the reader a basis from which to 
start comparing and to start debating. I can hear the argu- 
ments already starting. 


CONTINUED ON NEXT PAGE 


EXTERNAL DIMENSIONS 
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MANEUVERABILITY FACTORS FOR 1961 CARS 
















































































































































LENGTH 
X TURNING STEERING RATIO MANEUVERABILITY 
MODEL WIDTH CIRCLE Mech. Power FACTOR 4 
Buick Special 93 37 26.2 20.8 , 3 
Le Sabre, Invicta 115 44 31.9 19.9 & 
Electra 118 44 31.9 19.9 
Cadillac 60, 62 123 43 — 18.9 — 
Chevrolet 113 41 28.0 24.0 
Comet 95 40 27.0 _ 
Corvair 84 40 23.5 — 
Corvette 87 37 21.0 — 
Chrysler Newport, Windsor 119 44 30.4 19.2 
New Yorker 121 47 = 19.4 
Dodge Dart 115 42 30.2 19.2 
| Dodge 117 44 30.2 19.2 
Falcon 89 38 27.0 — 
Ford 117 4) 27.0 25.0 
Imperial 129 48 — 19.4 
Lancer 95 38 23.8 18.7 
Lincoln Continental 116 47 -~ 19.5 
Mercury 119 42 27.0 25.0 
| Oldsmobile F-85 94 37 26.2 20.8 
i 88 113 44 33.2 218 
98 117 ' Se — 21.8 
Plymouth 117 42 30.2 19.2 
Pontiac Tempest 94 4) 23.6 23.6 
Cataiina, Ventura 114 46 29.1 22.5 i 
Star Chief, Bonneville 118 47 29.1 22.5 = 
Rambler American 84 36 22.0 17.5 = 
Classic 96 37 23.0 18.6 Fi 
Ambassador 102 40 25.6 25.4 po 
Studebaker Lark 86 38 25.0 _ do 
Lark Cruiser 88 39 27.5 27.5 ee 
Hawk 101 4) 27.5 27.5 gens 
Thunderbird 108 40 25.0 25.0 wer 
Valiant 89 37 23.8 18.7 ie 
IMPORT SEDANS pe 
Fiat 500 42 28 13.0 Sie “ 
Renault Dauphine 65 30 24.0 — RA 
Volkswagen 68 33 14.2 mee ‘ne 
Hillman Minx 69 36 15.7 — ‘ 
Volvo 544 76 36 15.5 — arb 
Jaguar 3.4 84 34 17.6 — ee, 
Triumph Herald 64 25 13.3 _— = 
SPORTS CARS mn 
Triumph TR-3 59 35 12.0 — vo 
Austin-Healey 3000 66 36 14.0 — x 
Jaguar XK-150 80 33 13.8 — A new 
Mercedes-Benz 300-SL 89 37 16.4 — Pe 
Foch kit 
= 
Shown above are listings of the three important maneuverability categories that 
have been discussed on the preceding pages. The “length x width” figure is in HERE IS HOW THE — 
square feet, “turning circle” in feet, and “steering ratio” in degrees. Author Dean increas 
Parker has supplied the “maneuverability factor” in the gray column. It has been 1961 CARS COMPARE aah 
arrived at by multiplying the three categories, dividing resultant figure by 1,000. iene 
The lower the final figure, the more maneuverable is the car. These are figures for > 
speculation and don’t represent a final criterion or official tests by MoToR TREND. yy 
re 
ize 
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A UNIQUE COMBINATION OF THE PRACTICAL AND THE SPORTY 


NE BIG PLUS in imported car ownership is the continuing 

discovery of novel improvements and devices — of finding 

things on your car so totally different from anything else you've 
ever owned. 

And Triumph’s effort with the Herald line of sports-like 
economy cars has more than its share of happy little surprises — 
in fact, they tend to make up much of the Herald story. Basic 
chassis components — engine, gearbox, drive-line and differential 
— are the time-tested units of the English-marketed Standard 
10 series, briefly offered here as the “TR-10” with station wagon 
body. But there the similarity ends. The Herald, in a sedan, 
hardtop coupe and convertible, offers the world’s only production 
example of a kind of construction that might be paraphrased 
by the optimistic publisher who planned to combine Police 
Gazette with Christian Science Monitor — retaining the best 


features of both. 
But in this case, Triumph did combine best features of frame- 


comarca earnest 


Room for driver and passenger is 
exceptionally spacious, and 
there is a good seat behind them. 
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Powerplant of the convertible 
Herald has been beefed up by 
modifications to a responsive 50 hp. 


body and unitized construction, and succeeded in retaining the 
best ideas of both. What’s more, for coupe and convertible 
models, they juiced up the venerable rocker-box four-cylinder 
engine with a kit involving two little SU carburetors, a high- 
winder camshaft and some other induction modifications to 
pump out an honest 50 hp. To all this, they added a neat 
swing axle form of independent rear suspension, and _ this, 
coupled with rack and pinion steering and an excellent four- 
speed gearbox at the driver's fingertips, produces a happy 
little car. 

One driver in our group opened his report with the word 
that “this is an excellent compromise between the economy 
import and a sports vehicle —a really ideal go-to-work car.” 
And this opinion had more than one hearty supporter. 

The method used in building up sections of bodywork on 
a super-light frame (really about the structural equivalent of 
the sub-frame normally placed under a unitized body) is 





Trunk area has another surprise 
bonus of much room. Fuel tank, 
mounted on left, has emergency supply. 
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worth an entire report in itself. The object was to slash both 
building and repair costs for, if any corner of a Herald becomes 
bent, rapid removal for replacement or fixing becomes the 
simplest kind of job. There is no longer need to fire up the 
cutting torch and employ costly jigging to weld in sections 
of fenders or panels. 

Next to the happy performance this little car affords, the 
biggest bonus is amazing room for both driver and passen- 
ger with an extra bit of squeeze-in seating for two friendly 
adults or fair-sized children in the rear seat. The proper con- 
vertible top and wind-up windows worked well and weather 
protection was good. 

Proof that Truimph builds cars for families is seen in one of 
the neatest tricks of the week, a little slab gas tank slipped in 
along one side of the trunk. This lets the trunk floor drop into 
space normally reserved for fuel and gives this small car a really 
big trunk. Coupled with this is a gasoline reserve cock atop 
the gas tank in the best Volkswagen tradition. Fuel in this 
8.75-gallon tank, by the way, carried the test car from 22 
to 26 mpg. 

Nicely mated as the Herald components are, the 50-hp 
engine, pulling 1764 pounds of curb weight, is still no TR-3. 
But as an example of the balance built into this bus, be ad- 
vised that world’s champion race driver Jack Brabham does 
a conversion in his own garage which puts a Conventry Climax 
engine in the Herald, without major modifications of any other 
chassis part. And Brabham says that the chassis handles this 
ripping new load of power without problems. 

As for criticism, some testers complained about unsightly 
rubber bumpers which came as sort of an afterthought, since 
original Heralds were fitted only with bumper guards, mounted 
as on the rear of TR-3 roadsters. But there may be a point to 
the rubber face bars, for they won’t show nicks and dents and 
should be cheap to replace —something you can’t say for 
chromed face bars. 

Some Herald drivers complained about braking problems 
in panic stops and that would pose a problem for a driver 
unused to very short wheelbase coupled with the reaction of 
swing axles under great stress. And this same creepy feeling can 
come when the Herald is tossed into corners at suicidal speeds. 
The rear end will stick and stick, and then let go with a mighty 
hop that can catch an unwary driver with nose pointed at one 
curbing and tail at the other. These are both handling prob- 
lems common to any small car driven completely beyond its 
road-holding abilities. But in general, drivers compared the 
Herald to early MG’s and similar cars noted for “forgiving” 
behavior to big-wristed drivers with heavy boots. 

There have been unkind things said about use of a sort of 
wood-chip material in forming the dash panel and inclusion of 
fiberglass for transmission housing in the floor. Point is both 
materials do the job, save weight and cost and finally, in case of 
the dash panel, offer a crushable surface for sweet safety’s sake. 
So does a final big plus-mark —a steering column set up so 
that on heavy impact (as by a human chest) the wheel and 
column settle back into the dash with a safe breakaway action. 

Styling on the Herald is clean but somewhat disturbed by 
tiny 13-inch wheels and the strange looking chromed suitcase 
handle projecting from the hood. There is really no need for 
this because the hood pops open easily when side latches are 
released and opens up the entire front section of the car for 
attention to every part from front suspension to starter motor, 
much in the manner of a more elegant countryman, the Aston 
Martin. 

As a final bonus to the distaff side and the rest of us who 
have problems with parking and maneuvering in tight places, 
the Herald will almost go sideways with a 25-foot turning 
circle, is no trouble to steer, with 35% turns lock-to-lock, and 
has seating to accommodate any length of leg or size of 

waistline. /MT 








Test Car 


TEST CAR: Triumph Herala 


BODY TYPE: Convertible 
BASE PRICE: $2229 p.o.e. 


Maneuverability Factors 


OVERALL LENGTH: 153 inches 
OVERALL WIDTH: 60 inches 
OVERALL HEIGHT: 51.5 inches 


WHEELBASE: 91.5 inches 


TREAD, FRONT/REAR: 48 and 48 inches 


TEST WEIGHT: 1764 Ibs. 


STEERING: 35 turns lock-to-lock 
TURNING CIRCLE: 25 feet curb-to-curb 
GROUND CLEARANCE: 6.75 inches 


Interior Room 
SEATING CAPACITY: Four 
FRONT SEAT 


HEADROOM: 35.5 inches 


WIDTH: 44 inches 


LEGROOM: 21.75 inches 
TRUNK CAPACITY: 13 cubic feet 


Engine & Drive 
TYPE: Ohv 4 


DISPLACEMENT: 57.8 cubic inches 





ROAD TEST 
TRIUMPH 


Train 


BORE & STROKE: 2.48 x 2.992 ~ 


COMPRESSION RATIO: 8.5-to-1 


CARBURETION: Dual SU 
HORSEPOWER: 50 @ 6000 
TORQUE: 585 @ 3000 rpm 


TRANSMISSION: 4-speed manual 
REAR AXLE RATIO: 4.55-to-1 


Performance 


GAS MILEAGE: 21 to 25 miles per gallon 
ACCELERATION: 0-30 mph in 6.8 seconds, 0-45 mph in 
13.1 seconds and 0-60 mph in 23.8 seconds 
SPEEDOMETER ERROR: Indicated 30, 45 and 60 mph are 
actual 27, 50 and 53 mph respectively 
WEIGHT-POWER RATIO: 35.2 Ibs. per horsepower 
HORSEPOWER PER CUBIC INCH: 1.16 


rpm 
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ACH TIME A MAJOR automobile economy 
E run is finished the telephones start to 
ring on desks of auto writers and the 
mailbags fill with letters which echo the 
telephone plaints: “Where do you get that 
stuff?” the public asks. “How do you get 
that kind of mileage from a stock car? 
Just how does an owner go about doing 
it? What kind of cheating goes on in 
those affairs? Why don’t you give us the 
straight story on these economy events?” 

Well, another such run, the third Mo- 
bilgas Mileage Rally for imported cars, 
was completed in New York a few weeks 
ago, and this is one effort to answer those 
recurring and logical questions. 

The New York run, sanctioned by the 
super-tough U.S. Auto Club, had 34 Euro- 
pean autos competing, to achieve an over- 
all average of 40.23 miles per gallon over 
a 200-mile course which was run in 
64 hours. 

Top mileage car of the 34, an NSU 
Sport Prinz with a 583 cc engine displace- 
ment (1,000 cc is 61 cubic inches) 
achieved a whopping 62.29 mpg. It ran 
as a sports car in the under-1600 cc cate- 
gory. Best sedan mileage racked up was by 
a Morris Mini-Minor with an 848 cc en- 
gine, which did 55.44 mpg. Both drivers, 
Harry Fanelli in the NSU and Dwight 
Holbrook in the Morris, were New 
Yorkers, familiar with the difficult route 
around Manhattan and Long Island, where 
parkway speeed limits are apt to change 
momentarily with traffic density and driv- 
ing gets even tougher than it does on 
Los Angeles freeways. 

One thing which the New York Rally 
lacked was tough mountain stretches, and 
that may account for the sharp improve- 
ment to overall mileage recorded over 
the California-located run in 1959, which 
was an average 38.42 mpg and over the 
first tiny-car run back in 1958, when 
33.48 mpg was the average of all cars 
competing, also on California roads. 

The presence of mountain driving in 
the first two import car economy runs 
undoubtedly handicapped the very tiny 
cars, such as the NSU models. For it 
soon became obvious to competitors that 
a couple of hours spent in low or second 
gear, charging up mountains too tough 





to take in third or high, was a ruinous 


THE MAGIC 
OF MILEAGE 


the third Mobilgas Mileage Rally for imported 
cars renews interest in the secrets of economy 


by Bill Dredge 


route to take for top economy. 

As a matter of fact, you can almost toss 
out results of the first mini-car run back 
in 1958, for many of the drivers were 
so green on the subject they weren’t at 
all sure what the object of the run was. 

One young woman, at the wheel of a 
tiny car which shall go nameless, was 
charging through mountain stretches, her 
car all out of shape on the sweeping cor- 
ners, while her competitors listened in 
awe to the sounds of howling transmission 
gears and squealing tires. She finally ended 
her economy driving career upside-down 
in a deep ditch some place near Big Bear 
Lake. 

Emerging unhurt from the wreckage, 
she still bore a triumphant smile, as 
horrified officials scooped her up from 
beside her smashed little vehicle. “At least 
I was leading in my class when I crashed,” 
she trumpeted. “Man, what a crazy place 
to race these little cars!” 

That year there were other handicaps, 
such as a forest fire which delayed some 
competitors for more than an hour while 
fire trucks and bulldozers utilized the 
mountain roadways. The best overall mile- 
age that year came from a Fiat 750 (cc) 
driven by John Rich, who squeezed 50.54 
mpg from his little rig to soundly trounce 
a 392 cc Goggomobil which should have 
bested him by miles because of a tinier 
engine. 

There also was entered that year, more 
for kicks than a serious economy effort, a 
vehicle which may hold the all-time low 
mark for economy in any miles per gallon 
contest, anywhere. Walter Fife, a South- 
land Rolls-Royce owner, ran his majestic 
Silver Cloud saloon over the course in 
the unlimited category to score a realistic 
14.20 mpg. 

In the second year of tiny-car trials, the 
drivers were better chosen and cannier. 
The route wound all through the traffic- 
jammed Southern California area and in- 
cluded a long, tough mountain stretch 
through the Matilija back country. Again, 
the tiniest engines failed to get the best 
mileage, and by this time, driver skill 
really began to tell the true story of how 
it is possible to get phenomenal mileage 
out of an automobile. 

Jim Parkinson, a Burbank imported 
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This NSU Sport Prinz breezed through the finish line of the Third Mobilgas 


Import Economy Run with the highest mpg average of all competitors, 62.29. 


car dealer and one of the nation’s best 
small-car racing drivers, topped every- 
one that day with an Austin-Healey Sprite, 
knocking out 56.50 mpg while the NSU 
Prinz, with about half the engine displace- 
ment, was backed down to third in its 
own class, averaging 48.67 mpg. 

That year, I got a close personal look 
at the conditions involved in the tiny-car 
run when I was pressed into service as an 
observer-navigator for Walt McKelvy in 
a Fiat 1100. Neither of us performed 
brilliantly and we ended up sixth in class 
with 38.43 mpg, just behind a Triumph 
Ten and ahead of a DKW. 

But that year I learned that by and 
large, the magic of mileage in the tiny- 
car field was the same old witchcraft that 
I had seen operate to produce winners in 
the annual Mobilgas Economy Run for 
American-built cars. 

And really, there isn’t any magic, or 
any witchcraft, either. Just take a pro- 
duction car, without any funny or “special” 
options, tune and prepare it with infinite 
care. Equip it with a driver who has apti- 
tude for economy running, has endless 
hours of practice in a duplicate car, give 


“Rim a navigator who can act as an auxil- 


iary pair of eyes, hands and set of senses, 
then provide him with every scrap of 
possible information about the route he 
has to travel. 

The whole history of economy runs 
does have a few soup stains on its vest, 
because it was the practice in the early 
and uninhibited days of automotive pro- 
motion, to make the figures suit your own 
intentions, no matter how much twisting 


had to be done to make things come out 
that way. 

Because the Great West has always 
been considered automotive country, and 
because the western wilderness provided 
a constant spur to the sport of touring, 
mileage contests began to flourish in the 
Western states back when highway speed 
trials were the really big spice of the auto 
man’s promotional life. 

The first well publicized economy runs 
were started by auto dealer groups in the 
Los Angeles area back in the early 1920s 
when hand-picked drivers went charging 
up the mountainsides in cars as carefully 
“hopped-down” for economy as they were 
hopped-up for road racing. Places like Mt. 
Baldy and Mt. Wilson, then only a few 
hours from downtown Los Angeles, were 
favorite terminal points, because Joe Public 
knew about them, and could attempt to 
duplicate Joe Expert’s smashing triumphs 
over the same road in the same kind of car. 

Next came recognition of Camp Curry 
in Yosemite National Park as an ideal 
economy run destination. That provided 
ail kinds of driving, varied temperatures, 
and a 300-mile run, which was possible 
in a single day of tire-bursting endurance. 
It ended, of course, with a gas-gargling 
charge up long and twisting mountain 
roads, calculated as a final gambit to in- 
spire buyers to dash into the nearest 
Saxon Six showroom for immediate de- 













FACTS 


YOU SHOULD KNOW! 


ABOUT BUYING OR SELLING 
A NEW OR USED CAR 


| @ WRITTEN BY A FORMER USED CAR DEALER 
@ FACTS ABOUT CONTRACTS 


@ LEARN THE INSIDE FACTS ABOUT CAR 
DEALERS 


@ HOW TO SAVE MONEY BUYING A NEW 
OR USED CAR 


| @ HOW TO SELL YOUR CAR FOR MORE 
MOWEY 
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@ FACTS ABOUT GUARANTEES 

@ WHAT TO LOOK OUT FOR IN ADVERTISING 

@ FACTS ABOUT FLEET-TAXI-POLICE CARS 

@ HOW TO GET TOP TRADE-'N DOLLAR FOR 
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livery. 

These tests, run under something less | 
than the pristine rules of Hoyle, Queens- 
bury or the A.A.A., finally were taken over 
by a now defunct, but highly enterprising 


NEVER BEFORE HAS SUCH INFORMATION 
BEEN MADE AVAILABLE TO THE PUBLIC 
FROM THIS INSIDE SOURCE 


KNOWING THESE IMPORTANT FACTS 
COULD MEAN SAVINGS OF HUNDREDS OF 
DOLLARS TO YOU 


Buying or selling an automobile is a pretty complex 
and involved transaction. To know the right move 
at the right time could mean the difference between 
saving or losing hundreds of dollars. With the prices 
of today’s automobiles and the great amount of de- 
reciation that must be taken, it is important to 
now a few inside FACTS about how the Automobile 
Dealer operates his business. The purchase or sale of 
an automobile will probably be one of the largest 
dollar transactions you will make in your lifetime, 
second only to buying or selling a house or real 
property. The automobile transaction is probably the 
most important of all business dealings you will 
make because the average person trades cars every 
two or three years, some more often, some less. If 
you are in the first group you will BH sell be- 
tween 15 and 20 cars in your lifetime. gardless of 
which group you are in if you don’t know the im- 
portant FACTS of buying or selling you stand to be 
on the losing end. Even if you aren't planning on 
buying or selling immediately you must take advan- 
tage of this once in a lifetime service. who knows, 
tomorrow you may need these important Facts for 
yourself, or maybe a relative or friend will need them 
and you can be of great help by knowing the Facts 
about buying or selling a new or used car. 


ABOUT THE MAN BEHIND THIS SERVICE 
Having started in the Automobile business as a lot 
boy, (the person .assigned the job of cleaning up each 
car the dealers obtain and other general duties) then 
advancing to a salesman, then lot manager and 
finally a dealer himself. Having worked from the bot- 
tom up. and being in fhe employ of many New and 
Independent Automobile Dealers he has learned many 
important 'S the average automobile man never 
will come into contact with. Realizing the general 
public are in the complete dark about buying or sell- 
ing automobiles. he has set into simple to understand 
terms the FACTS everyone should know about ‘‘The 
Car Business.’’ Tne offer of this service is limited, so 
send today only $2.00 for these important FACTS to — 


CAR BUYERS AND SELLERS SERVICE 
P.O. BOX 20277, San Diego 20, Calif. 


Please rush me the FACTS 
Bbout BUYING & SELLING 
New and Used Cars! 
Enclosed is $2.00 cash, 
check or money order. 
P. O. Box 20277, 

San Diego 20, California 
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MOTOR LIFE ... the magazine first to accurately predict 


the new compact cars... for years the leader in advance news from Detroit... 





NOW BRINGS YOU ACTION-PACKED... 


. vet 
CHAMPIORSHIP TRAIL: 1908 FINALE 
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RACING COVERAGE! 


@ MOTOR LIFE Magazine ..... intro- 


duces a new racing section edited by Bob 
Russo, one of the nation’s foremost auto 
racing writers. Exciting stories on drags, 
stocks, championship cars, sprints, midg- 
ets and sports cars are brought to you in 
thrilling detail, fully illustrated by racing’s 
finest photographers. All this, plus regu- 
lar authoritative automotive features, new 
car tests and technical articles. 


ON SALE 
AT NEWSSTANDS NOW! 
DON’T MISS IT! 





THE MAGIC OF 
MILEAGE continued 


petroleum company, Gilmore. These Blue- 
Green Gas people rode to popularity in a 
rash of motor racing, economy runs, hill 
climbs and similar sponsorship. 

Gilmore ran the first really well super- 
vised big-scale economy runs back in 1936, 
with the old A.A.A. looking down every 
competitor’s throat through the wise and 
suspicious eyes of Art Pillsbury, who is still 
the chief eyeballer of the Mobilgas runs, 
although even the A.A.A. has passed out 
of the competitive picture along with 
Gilmore. 

And a review of the old Gilmore events, 
plus the earliest of the following Mobil- 
sponsored runs, yields some interesting 
data on what’s happened to true economy 
as related to the full-sized American 
passenger car. 

Of course, we must bear in mind that 
contrary to our fond recollections about 
Twin Six Packards, Auburn Speedsters 
and Studebaker Presidents, the American 
Passenger car im most instances wasn’t 
quite so full sized back in 36. 

The °36 Gilmore run to Yosemite 
showed a Willys four-popper sitting in 
top economy spot, with a mark of 33.21 
mpg, highest mileage ever recorded by 
an American car in a legitimate, hard-nosed 
economy run. And that 33-mpg figure, 
mind you, is right in there with today’s 
average figures for all cars entered in the 
imported car Mileage Rally — although 
it was set 24 long years ago. 

Willys and its companion marque, 
Overland, held tight to the stingy title for 
year after year, right on through 1950, 
when a Jeepster racked up 26.099 mpg 
on a run to Grand Canyon. For by that 
time, Yosemite had lost its charm as an 
ideal economy challenger and the Run, 
long since taken over by Mobil, had been 
extended to Grand Canyon, deep in Ari- 
zona, and considerably more of a real- 
istic cross-country testing destination. 

But Willys, and its affiliate companies, 
which provided straight miles per gallon 
victories year after year, didn’t really get 
credit for all the economy built into that 
little four-holed engine. No sir — for 
Gilmore, and later Mobil, had under- 
standably decided that some other basis 
was needed for overall and class awards 
than straight miles per gallon. 

Rather than using engine displacement 
as a guide factor, as is done with racing 
and most other auto competition, they 
awarded a handicap premium to sheer 
weight — and evolved the ton-miles point 
system. 

This, without a doubt, did more to con- 
fuse the public on economy run statistics 
and cost the economy run idea more true 
believers than anything that could have 
been done, except perhaps, throwing the 
competitors into a situation of wide-open 
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unregulated cheating. The ton-mile theory 
was continued and defended, despite the 
public conclusion that “this lets every- 
body win.” The cheating factor, happily, 
was held in check by the most rigorous 
set of rules ever drawn up for any auto 
competition, to the point where the com- 
peting factory or dealer is hardly allowed 
to even get in the same warehouse with 
his car, let alone breathe on it before the 
run takes off. 

But the ton-mile theory of figuring, 
even back in 1936, made into winners 
such unlikely vehicles as a Supercharged 
Graham (55.47 ton miles). This same 
blown big sedan won the sweepstakes 
every year until 1939, when a Studebaker 
Commander stepped in with 55.87 ton 
miles and won again in '40. In ’41, the 
victor was another of the heaviest cars, 
the Lincoln Custom, with 57.82 ton miles. 
Mercury, which weighed less but gave 
more real economy, won in 1950 with 
61 ton miles per gallon, and so things 
went, in absolute confusion until the last 
year of ton-mile figuring when a Crown 
Imperial Chrysler, pumping out 20.52 
actual mpg, was rated winner with 62.71 
ton miles. 

By this time, of course, and right up to 
1960, all cars were equipped with auto- 
matic transmissions (the last stick shifts 
and overdrive boxes were run in a 1954 
dash to Sun Valley, Idaho) and the high 
true miles per gallon were becoming 
pretty much matters of ancient history. The 
absolute best-miles-per-gallon figure 
achieved in ’58, for example, was 21.02 
from a Chrysler New Yorker. 

But suddenly in 1959, when the Mobil 
Run took off on another distance kick and 
went to a terminus at Kansas City, mile- 
ages, prompted by public interest in sheer 
economy, took an upward flip. That year 
too, the ton-miles phony business was 
stopped, interest picked up with a record 
of 47 entries and the great distance re- 
quired five tiring days of driving, which 
made it tougher than ever on the feather- 
footing activities of the drivers — by now 
a highly trained, highly skilled (and some- 
times highly paid) crew of motorists. Top 
mileage in 59 was back up to 25.28 in a 
Rambler American and this past year, after 
running 2061.4 miles to Minneapolis, at 
a forced average of 40.75 mph, the mileage 
was up once more, this time to 28.35 
mpg, achieved by Les Viland, a factory 
driver in a Rambler American. What's 
more, the overall average for all cars in 
the ’60 dash was a sparkling 21.23 mpg. 

Now, as to the means of accomplish- 
ment — cars to be entered are picked at 
random by the governing officials of 
USAC, from assembly lines, factory stocks 
or dealer stocks. They are impounded 
weeks before the contest under complete 
USAC control. They can be driven 
only miniscule mileages (1500 max- 
imum) for break-in, still under con- 
stant USAC supervision. They can be (and 
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SCIENTIFIC MOTOR TUNE-UP 


Train at home for a career in this 
well-paying interesting field. Learn 
testing and adjusting with latest 
type scientific equipment. The de- 
mand for qualified men in this field 
is increasing due to greater number 
of cars on the road today. 


FREE SAMPLE LESSON 
Get in line for a raise—or more 
profits in your own shop. The field 
is wide open and highly inviting. 
SEND TODAY FOR FREE CATALOG 
AND SAMPLE LESSON 
Accredited Member, National Home Study Council 
UTILITIES ENGINEERING INSTITUTE 
417 South Dearborn, Dept. 529 ° Chicago 5, Illinois 


Learn CARBURETOR and IGNITION 


The country’s largest manufacturer of fiber- 
glass tops reduces prices .. . all models, all 
styles. Write for free literature and new price 
list on sporty-looking line. They're removable 
... ultra-light with maximum strength. Im- 
mediate delivery. 

INC. 


PLASTICON, 
Dept. N, 9721 Klingerman St., El Monte, Calif. 
Country's largest manufacturer of sports car tops. 











BE A WINNER 


SPECIAL 
HAIR 
GROOMS 







For ‘young’ men 
who want to 
Look Better! 

















[] POMADE 


Really tames and 
trains all hard-to- 
manage hair. Keeps 
unruly hair in place 
all day. Treats hair 
with lanolin and 
other beneficial 
ingredients. 


[_] BUTCH WAX 


Rated best for 

Crew Cuts, Butches, 
Ivy League and 

all short or stubborn 
hair. Has TRIPLE 
Lanolin, exclusive 
with LB. Never Sticky. 


if you can’t find LB in Midwest or East, ask your drug or food store manager. 
Or send 25¢ for postpaid travel size of Butch Wax or Pomade only. 


NEW LB CONTEST 


It's Easy—just supply the missing words that start 


C]HAIR DRESSING 


Great for average to 
dry hair and for. 
“‘active’’ men. 
Replaces natural oils 
that water removes. 
Can’t evaporate. 
Relieves dryness. 
Checks dandruff. 


[_] HAIR CREAM 


For average hair, 
here’s a moisturizing 
hair groom that 
keeps hair just right. 
Non-greasy. It’s light- 
it’s right! Try some 

in the convenient 
plastic squeeze bottle. 











$119.00 with L.B. 
Model ] When everything goes black, you'd better 
pay the L B 
Go [7m 2 You would be fined for not returning a 
Mini-Bike L B when due. 
3 Keeping his L B. ship- 





shape is a ship Captain’s most frequent duty. 
Send answers with a brief statement (25 words or less) 
on why you like Karting. Mail your entry with any part 
of any LB label, carton top, or facsimile to LB BS, 
J ous Dept 0, Box 430, Glendale 4, California. Contest ends 
March 31, 1961. Only 1 entry per person. ision of 
Go fediges is ae mecceecenagl aoe me on aptness of Cont 
and clarity of expression. icate prizes in case of ties. 

MODEL 801 Winners notified by mail. 7 “i 
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THE MAGIC OF 
MILEAGE continued 


certainly are) tuned by the best mechanics 
the factory can find, and with the finest of 
instruments, but only to specifications 
listed in factéry manuals published for 
general servicing. Until now, the only 
modifications allowed were high altitude 
jets or metering rods in carburetors. This 
year, that exception will be wiped out and 
as one more handicap, each competitor 
with two cars entered must have one of 
them driven by a novice — that is, a pilot 
who has never before competed in econo- 
my runs. 

As a final crack-down, no route maps 
will be issued for a day’s travel until the 
night before that day’s travel begins. This 
ends the advantage some teams took of 
sending scout cars ahead on the known 
route to measure time intervals on stop 
lights, figure traffic conditions, double- 
check possible speeds on difficult road 
stretches and generally inform their driv- 
ers of yard-by-yard conditions on the up- 
coming day’s journey. 

There are two other late changes in the 
1961 Run regulations which will have a 
strong effect on the outcome. One is that 
a stick-shift category will be resumed in 


the compact class, since stick-shift trans- 
missions have had heavy buyer acceptance 
these past two years. The other is that the 
run route for 61 will be stretched by 
hundreds of miles, which will add another 
full day of bone-crushing fatigue to the 
drivers and tend to reduce the almost me- 
chanical efficiency of their motoring, which 
is sO strong a factor in who wins an 
economy run. 

One more item should be treated in the 
category of means taken to achieve the 
overall end of economy. There have been 
manufacturers who have actually designed, 
built and marketed, one particular model 
of a car, with the express idea that this 
car would be an Economy Run winner. It 
may have been so designed for all-out 
economy that it became a vehicle with 
little general sales appeal. And it may, 
therefore, have sold no more than a few 
thousand units a year. But it has enabled 
the builder to pick up an economy win, 
and thus take advantage of the resultant 
advertising and promotion. This practice 
is certainly not common, because of the 
expense and trouble involved, and if it 
continues, have no doubt but what USAC 
and Mobil will make some moves to pre- 
vent its recurrence. 

The question of how you or any ordi- 
Mary motorist can approach the perform- 





ance of these economy drivers has been 
pretty well hashed and re-hashed. And 
the answer is really pretty simple. Driving 
habits must be altered to accommodate the 
least possible use of the foot throttle. 
Acceleration must be all but forgotten. 
Deceleration must be avoided as relent- 
lessly. Traffic signals must be hit dead on 
the nose. The car must be driven with 
eyes and thoughts on speed changes which 
are coming up far ahead of the car’s 
present position. Finally, to really get 
down to the grunting part of economy 
driving, the shift points and the power- 
loss points of automatic transmissions must 
be figured out and thoroughly understood 
by the driver, and he must keep his trans- 
mission in the highest possible gear, at the 
most efficient point of lock-up all the 
time he’s driving. 

There are scores of other “gimmicks” 
which are not involved in USAC-super- 
vised runs, such as extra-light motor oil, 
low-friction (and low melting point) 
lubricants, extra-high tire pressures, abso- 
lute minimum friction settings of all 
moving engine and chassis parts and such 
flat-out cheating items as removal of water 
pump impeller blades, reduction of fan 
blade area, freezing gasoline before fuel- 
ing (to reduce volume of a given quantity) 
and substitution of very light oils (or even 








A Product of The 
BRITISH MOTOR CORPORATION, LTD. 


In Northern California: 

BRITISH MOTOR CAR Distributors, Ltd. 
1200 Van Ness Ave., San Francisco also 
OAKLAND, BERKELEY and WALNUT CREEK 
In Southern California : 

GOUGH INDUSTRIES INC. (L. A.) Distributors 
Dealers throughout SOUTHERN CALIFORNIA, 
ARIZONA, NEVADA and UTAH 
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REGARDLESS OF 
MILEAGE ! 


AUSTIN-HEALEY 3000. 


FULL 12-MONTii 
WARRANTY... 
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Listen to that exciting sound. You know without looking it’s the 
illustrious Austin-Healey “3000” Distinctive sound. Distinctive car. 
New “3000” power plant for sizzling acceleration. Big racing-type 
disc brakes up front for quick, sure stopping power. Matchless, 
pure design that tolerates no foolishness. A lot of sports car for 

as little as $3116, West Coast Port of Entry. Why droop with envy 
when you hear a Healey whoom by? See your Austin-Healey dealer. 
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kerosene ) in transmission and differential 
cases for runs of short duration. 

Those gimmicks plus scores of others 
are the means to such fantastic economy 
performance as 80, 90, or even 100 mpg 
which sometimes show up in public print. 

But as far as the 40, 50 and 60 mpg 
figures achieved by the small-engined, 
stick-shifted imports, and the 20, 30 or 
even 35 mpg marks achieved by compact 
and full-sized cars, these mileages can be 
accomplished, and without one iota of 
cheating, with a properly prepared car 
and a properly trained driver. If you still 
doubt it, watch the performances turned 
in by the new novice class in the upcoming 
Mobilgas Run for ’61. /MT 


1960 MOBIL MILEAGE 
RALLY RESULTS 
M.P.G. PLACE CAR & DISPLACEMENT 


CLASS A, Under 750 cc. 


44.72 2 BMW (697) 
49.18 1 Renault (747) 
36.37 3 DAF (590) 














CLASS B, 750 through 1099 cc. 
46.97 3 Morris Minor (850) 





36.67 Borgward Hansa (1093) 
37.22 Triumph-Herald (948) 
48.54 2 Renault Dauphine (845) 
44.78 Panhard (851) 

55.44 1 Morris Mini-Minor (848) 
41.06 Ford Anglia (997) 

46.77 Austin 7 (848) 

39.89 Morris Minor (1000) 
46.41 Austin A 40 (948) 

39.87 SAAB ‘‘96” (841) 





CLASS C, 1100 through 1599 cc. 


34.77 Volkswagen (1192) 
38.03 2 Peugeot 403 (1468) 
34.86 3 Volvo PV 544 (1488) 
DISQ. Opel Caravan (1680) 
40.55 1 Fiat (1200) 








CLASS D, Over 1600 cc. 


28.75 2 Ford Consul (1703) 
35.98 1 Citroen (1911) 

24.57 Fiat 2100 (2054) 

25.26 3 Mercedes Benz (1897) 








CLASS E, Sports Cars Under 1600 cc. 


51.93 = Vespa (394) 
62.29 1 NSU Sport Prinz (583) 
50.13 3 Renault Caravelle (845) 





42.05 Triumph-Herald (948) 
42.83 Karmann Ghia (1192) 
34.66 Borgward Hansa (1093) 
40.58 Healy-Sprite (948) 
35.86 Borgward Coupe (1493) 
39.80 Fiat Abarth (747) 

33.11 Porsche (1582) 





CLASS F, Sports Cars over 1600 cc. 


25.80 2 Austin Healey 3000 
(2912) 
32.23 1 Triumph T.R. 3 (1992) 











p" Better Mileage... Longer Point Life... 
‘ Higher Top Speed! Better Starting in All 
: ‘ ere Kinds of Weather! GUARANTEED for the Life 


of Any Engine On Which -It is Installed! 














No question about it. A Bendix® Electric Fuel 
Pump squeezes more horsepower from your 
engine—enables you to get all the power and 
performance you paid for. Provides maximum 
fuel delivery instantly. Prevents vapor lock. 
Gives faster cold weather starts. Buy from your 
dealer, and install it yourself. 

A NEW BENDIX LOW-PRESSURE PUMP (1% TO 1% PSI) IS SPECIFICALLY 
DESIGNED FOR SMALL CARS AND OTHER SMALL ENGINES. 


Bendix-Elmira 


ECLIPSE MACHINE DIVISION 
ELMIRA, N.Y. 














AVERAGE M.P.G. ALL CARS 40.2351 





The Newest Thing Under The Sun! WARN HUBS ,::. A [= 3) 


ADJUSTABLE /\. — 
SUN GLASSES > PRBS aa 


Nose Pads and Bridge Can Be 
Contoured To Fit Your Face 
Perfectly! 


STOP FRONT DRIVE WEAR 






Free-wheeling 2-wheel drive with 
Warn Hubs means big savings in 
gear, engine, tire wear, gas, plus 
more pep, performance, power 
in high and easier steering. 
And now, with Warn Lock-0- 
matics, you have economical, 
drag- free 2-w.d. or tractive 4- 
w.d. automatically, as you shift! 
Ask your local 4-w.d. dealer to 
install Warn Lock-O-matic or 
Locking Hubs today. Models for 
all 4-w.d.s to 1% tons. Fully 
guaranteed. Write for free lit- 
erature. 











Latest stylin 
in unbreakable 
sunglasses.Com- 
plete protection 
against sun, snow, 
fog. For drivin ing, 
hunting, fishing, etc. 
Available in two colors, green or amber, with or 
without sideshields. Priced at only $5.00 including 
deluxe ‘“‘carry-all”’ case. Sent postpaid. spoon 
color and sideshields when ordering. No C.0.D.’s. 

Riverton Box 6064-F 


WARNER IMP ORTS sO eae Cailfornis “ WARN MFG. co. Seattle 88, Wash. 






PROVED IN 
OVER A 
BILLION MILES 
OF USE! 
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All four wheels are independently suspended. Each is con- 
nected by a piston-ended arm to an accumulator sphere. With 
road vibration the piston moves to compress a fluid which fills 
half the sphere. The pressure is in turn transmitted to a gas 
which is sealed in the upper half of the sphere. This gas, fed by 
a main accumulator, acts as the spring. As the load within the 
car varies front and rear, the amount of fluid in the bottom of 
the sphere is either diminished or pressure increased. Through 
this means the car is kept at a constant height and attitude. 

The latter point proved to be particularly important with the 
road test wagon. Most wagon owners have, on a number of oc- 
casions, loaded their vehicles to the point that the rear bumper 
was practically dragging and their misaligned headlights were 
blinding all oncoming drivers. It’s a common sight but a 


The French station wagon seats two of its eight 
passengers on novel jump seats that fold 
into the floor. Top luggage rack is standard. 





a most unconventional 
way to hau/ a load 


E AUTOMOTIVE WORLD stood in open-mouthed wonder when 

the French car maker, Citroen, unveiled its radical DS-19 
sedan in late 1955. In October, 1956 MOTOR TREND put the 
car through a full road test and published the opinion that it 
was “five years ahead of its time.” Looking at it now, that origi- 
nal evaluation of the Citroen’s package of an all-aluminum 
engine, front-wheel drive, air-oil suspension, disc brakes and 
unique power accessories seems quite conservative. It is still a 
most radical car and its latest version, an eight-passenger wagon, 
uses its engineering novelties to even better advantage than the 
original sedan. 

By far the most interesting feature of the Citroen is the hydro- 
pneumatic suspension system. Passengers soon learn that this 
ever-working unit turns the car into an almost thinking, moving 
being. With every shift in load, whether it be due to interior 
movement or acceleration and braking, the air-oil system im- 
mediately adjusts the car’s attitude. And with every correction 
there is a very audible hissing noise coming from the innards 
of the car. 


frightening one. It can’t happen with the Citroen. No matter 
what load was put in, whether passengers or parcels, the wagon’s 
suspension system (equipped with an even heavier-duty pump 
than the sedan) hissed into action to keep the Citroen at a 
constant straight attitude. It never went below its minimum 
ground clearance of 614 inches. 

A control within the driving compartment will raise the en- 
tire car close to another five inches for travel over very bumpy 
terrain. It is,a novel feature and probably of great value in 
Europe, but it seems to be of little worth in most areas of 
the U.S. 

Beneath the huge aluminum hood there is a maze of hydraulic 
equipment and the spare tire, but the patient mechanic will 
eventually find the aluminum ohv four-cylinder engine. Except 
for the material of manufacture the basic design is quite con- 
ventional. With a displacement of 116.5 cubic inches it develops 
an output of 70 hp. This rather low power figure points out one 
of the wagon’s weak spots. In most instances of city driving the 
car displayed a lack of the acceleration which most American 
drivers are used to and expect. The four-speed manual trans- 
mission does all that it can to help, but the car will still not 
move out with other vehicles of its size and price. Out on the 
road it is another story. The wagon cruises beautifully at 75 mph 
and it will go even faster if the need arises. 

















Another interesting feature is front-wheel drive. Some recent 
rumors from Detroit indicate that this set-up may become com- 
mon in domestic cars within a few years. Under most conditions 
the Citroen’s drive system produced road sensations little differ- 
ent from the conventional rear-wheel drive. Road-holding abil- 
ity did seem a bit better over mountainous terrain but never to 
any great degree. The greatest noticeable improvement from the 
system was the elimination of the floor hump. 

In the area of braking the Citroen must be rated as excellent. 
The superior system of disc brakes is used on the front wheels. 
It accounts for fast, sure stops without any fading and would 
certainly be a feature of every car on the road today except for 
prohibitive manufacturing expenses. Not only do the discs pro- 
vide great stopping power, but they are aided by a system which 
distributes brake pressure equally between front and real wheels 
according to the amount of axle loading. This is another feature 
of particular importance for the wagon user and provides a new 
margin of safety when he is hauling big loads. 

One disconcerting point for the new Citroen driver is the 
brake pedal itself. Instead of the conventional pedal the power 
system is controlled by a small button not much larger than 
a headlight dimmer switch. That’s all that is needed to control 
the application of hydraulic pressure and, after a few hundred 
miles, the driver will find the pedal offering sensitive and ac- 
curate control. In case the engine stalls, there is enough reserve 
pressure in both the front and rear accumulators to stop the car. 

As a station wagon the Citroen offers a great deal more usable 
room than most other attempts by European manufacturers. The 
tailgate is the lift-up type, similar to the new GM compact 
wagons. But the French car solves one of the big problems posed 
by the U.S. versions. The main tailgate does not extend com- 
pletely to the floor. A smaller pulldown gate meets it about a 
foot above the floor. Thus objects longer than the 84-inch floor 
can still be carried by lowering the small lower gate. 

Six passengers can be seated on two bench-type seats that are 
comfortably padded for long trips. Two more passengers, prefer- 
ably small Frenchmen, can be accommodated on two facing 
jump seats that fold easily into the rear cargo floor. /MT 





Handle at left raises or lowers the air-oil suspended 
car for passage over rough terrain or jacking 
purposes. The small circled button is the brake pedal. 


ROAD TEST 
C/TROEN 





Test Car 


TEST CAR: 1961 Citroen ID-19 
BODY TYPE: 4-door station wagon 
BASE PRICE: $3295 p.o.e. 


Maneuverability Factors 


OVERALL LENGTH: 196 inches 

OVERALL WIDTH: 70 inches 

OVERALL HEIGHT: 60 inches 

WHEELBASE: 123 inches 

TREAD, FRONT/REAR: 59 and 51.3 inches 

TEST WEIGHT: 2850 Ibs. 

STEERING: 3 turns lock-to-lock 

TURNING CIRCLE: 36 feet curb-to-curb 

GROUND CLEARANCE: 6.4 inches (variable to 11.2 inches) 


Interior Room 


SEATING CAPACITY: Eight 
FRONT SEAT 
HEADROOM: 35.4 inches 
WIDTH: 50 inches 
LEGROOM: 45.5 inches 


Engine & Drive Train 


TYPE: Ohv 4 

DISPLACEMENT: 116.6 cubic inches 
BORE & STROKE: 3.07 x 3.94 
COMPRESSION RATIO: 7.5-to-1 
CARBURETION: Single Solex downdraft 
HORSEPOWER: 70 @ 4500 rpm 
TORQUE: 96 @ 3000 rpm 
TRANSMISSION: Four-speed manual 
REAR AXLE RATIO: 3.80-to-1 (front drive) 


Performance 


GAS MILEAGE: 24 to 28 miles per gallon 
ACCELERATION: 0-30 mph in 6.1 seconds, 0-45 mph 
in 11.5 seconds and 0-60 mph in 21.1 seconds 
SPEEDOMETER ERROR: indicated 30, 45 and 60 mph 
are actual 27, 43 and 56 mph respectively 
WEIGHT-POWER RATIO: 40.71 Ibs. per horsepower 
HORSEPOWER PER CUBIC INCH: .60 
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A monthly summary | 
of the latest foreign 
car news from our 

overseas correspondents 





trends OVERSEAS 


THE EUROPEAN automobile shows this year 
reflect an increasing influence from the 
United States and feature additional car 
designers from Italy and a large number 
of dream cars, either available on limited, 
special order or set up for these shows 
only. 

The American influence is seen with 
the advent of four headlights, larger cars 
and the increasing number of station 
wagons. 

Always held in high esteem, the Italian 
designers are being given a larger role 
in styling both European and American 
cars. The “Italian look” displays varied 
and often free-rein designs — from the 
familiar, rounded lines of Pinin Farina 
to the angular, abrupt sculpturing of 
Boneschi. Even the Japanese automobile 
industry is coming under the Italian spell, 
with the new Fuji Skyline sports coupe 
and convertible designed by the artistic 
hand of Michelotti, and Farina now work- 
ing on body designs for another Nippon 
firm. Zagato, the Italian coachbuilder, 
entered a stand this year at London for 
the first time and displayed two interesting 
models —a lightweight coupe on the 
Aston Martin DB-4 GT, and a low-built 


coupe on a shortened Bristol 406 2.2-liter 
chassis. 

The dream cars, as usual, gave the de- 
signers carte-blanche with their ideas and 
talents. From Ghia’s Selene II, with its 
handlebar steering, to Farina’s Project X, 
the models attracted large, interested 
crowds and whetted their appetites for 
future automobile innovations. 


ONE OF THE MOST talked-about new auto- 
mobiles is the Gordon Car — the culmi- 
nation of several years’ planning by British 
car builder John Gordon. 

The Gordon is not a new car — in the 
sense of innovations or gimmicks — but a 
composite of the best equipment and parts, 
proven by years of tests and use. Yet, it is 
gran turismo to the maximum, with the 
accent on high performance and practic- 
ability. 

As racing experience has given Britain 
the best technique in high-speed chassis 
design and the best brakes, the chassis is 
made in England. The space frame is built 
up from square-section tubes, electrically 
welded. Front suspension is by wishbone 
and coil springs, while the rear axle is de 
Dion located by twin trailing radius arms 


Gordon Wilkins 


Gunther Molter 


at each side with transverse Watt linkage 
and coil springs. Shock absorbers are Arm- 
strong telescopic, and Girling discs supply 
the four-wheel brake system. For the 
powerplant, Gordon uses a Chevrolet Cor- 
vette V-8 with three carburetors, giving 





Even the Japanese auto industry is 
using Italian stylists. Above is the 
Michelotti-designed Fuji Skyline. 
Pinin Farina’s controversial “Project 
X”’ is shown below. It is steered 

by a single wheel in the nose, has 
two wheels under the rear seat and is 
driven by a single rear wheel 

which is located between the fins. 
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An Italian version of Studebaker’s 
Lark is this hardtop (right). 
Lombardi is the creator of 

This variation on the U.S. compact. 


Ghia’s latest dream car, the 
Selene II, is shown at left. Driver 
sits in the nose, steering with 

a pair of handle bars. The two 
passengers sit facing the rear and 
can watch television or refresh 
themselves at the bar. Features 
include rectractable headlights. 





One of the most important new cars from overseas is 
the British Gordon (above). Set for production early 
this year, the car will be powered by the 290-hp Corvette 
V-8. The body is designed by Bertone. The impressive 
interior (left) features full instrumentation. 
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290 hp for a weight of 680 pounds trans- 
mitted through a Corvette four-speed 
gearbox. 

The body, with an elegant and interna- 
tional appeal, was designed by the Italian 
stylist, Bertone of Turin. It is solid, quiet 
and rattle-free and finished in true Italian 
custom style. The lines are impeccable, 
and it seems to have no bad angles or 
wandering highlights. There is real space 
for four adults and the trunk holds gener- 
ous masses of luggage. Two big fuel tanks, 
with separate electric pumps, are tucked 
away in the rear fenders. The fuel gauge 
is wired to show the contents of the tank 
in use at the time. 

The driving position is excellent, with 
plenty of headroom. The slim wheel with 
wood rim is on a column adjustable for 
length. At the present, the pedals are too 
close for use with other than slim shoes, 
but Gordon plans to rectify this. The short 
center gear lever has a polished wood 
knob. The speedometer, tachometer, oil 
pressure gauge and thermometer are all 
located in a cluster in front of the driver, 
while the fuel gauge, clock, ammeter, 
switches and heater and radio controls are 
located on a panel in the center. 

Steering is so precise that it seems to 
anticipate what the driver wants to do. 
The chassis is very steady in fast corner- 
ing. As a high-performance car, the Gor- 
don has no peer. From a standstill you can 
hit the 100-mph mark in 17 seconds, using 
the first three gears; 0-50 mph in 5.5 sec- 
onds and 0-65 in 6.5. One can cruise at 
100 mph on the economy setting, using 
only one carburetor, while top speed, ac- 
cording to Gordon, exceeds 140 mph. 

The Gordon is expected to go into pro- 
duction early in 1961 and the US. price 
is expected to be about $6500 duty paid. 





A compact Lancia, the Flavia, made its debut this season. Powered by a flat 
four-cylinder engine, developing 75 hp, the Flavia features front-wheel drive, 
and four-wheel disc brakes. Note American influence in quad headlights. 


THE ENTRY of the British Motor Company 
into the Italian market has brought swift 
benefits to Italian motorists in the form 
of price reductions. Confronted with the 
Austin A-40, assembled by Innocenti, the 
scooter manufacturer, and selling at $1515, 
Fiat slashed the price of the 1100 series 
down to $1530. Alfa Romeo replied by 
dropping the price of the Renault Dau- 
phine, which they assemble in Italy, to 


$1344. 


CONTINUED PRODUCTION of Bristol cars 
and a more progressive design policy are 
promised, now that the firm is under new 
management, according to George White, 
one of the new owners. White, who 
bought the company from the Bristol- 
Siddeley group along with Tony Crook, 
a former racing driver, added that pro- 
duction of the 406 series will continue at 
the Filton works. 

The Bristol was launched in 1947 using 
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a chassis derived from the pre-war two- 
liter BMW. Style changes begin this year 
with a new design by Zagato. 


WITH AN EYE COCKED on challenging Brit- 
ish supremacy in Grand Prix racing under 
the new 1500 cc formula, Porsche has 
been carrying out secret tests at the Good- 
wood Track in England. Porsche exec- 
utives reported that “Graham Hill has 
been testing our cars there and Goodwood 
will be one of our standard test tracks in 
the future.” The German one-seaters scored 
a 1-2 victory over Jack Brabham’s Cooper 
in the German Grand Prix at Nurburg- 
ring in July of 1960, and they are plan- 
ning an all-out campaign to wrest the 
racing crown from Britain in 1961. 


ONE OF THE OUTSTANDING new models in 
the European shows was the 1.5-liter, flat- 
four, front-wheel-drive Lancia Flavia with 
die-cast light alloy engine. It is a replace- 


The Fiat 1500 by Boneschi (above) 
is an interesting effort to adapt the 
angular line to a sports car. At 

left is a new beach car on a Fiat 
chassis styled by the firm of Fissore. 
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ment for the popular Aprilia, which in the 
pre- and post-war period enjoyed a reputa- 
tion for its excellent road handling, high 
performance and effortless fast cruising, 
combined with compactness and operating 
economy. 

The body is a four-door unit structure 
in steel and to it is attached a sub-frame 
by six flexible anti-vibration mountings. 
Engine, transmission, steering gear and 
front suspension are all mounted on the 
sub-frame to prevent noise and vibration 
from entering the body. 

Suspension is by leaf springs, which is 
unusual these days, one transverse leaf 
spring at the front and two semi-elliptics 
carrying a dead axle beam at the rear. 
There are anti-roll bars at front and rear, 
and shock absorbers are telescopic de 
Carbons, which incorporate an air cushion. 
The independent front suspension uses 
double wishbones, with the leaf spring 
connected to the upper wishbone via a 
rubber cushion, so that it takes no part in 
locating the wheels or resisting brake 
torque. Brakes are Dunlop discs on all 
four wheels with twin master cylinders for 
extra safety and a vacuum servo. 

The steering gear is by Gemmer and 
has a flexible anti-vibration joint at the 
base of the column. Only 414 turns of the 
wheel will give a 36-ft.-2-in. turning 
radius. 

With a compression of 8.3-to-1, the 
engine gives 78 hp. (The engine in the 
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Ghia’s “remake” of the Austin-Healey 

Sprite. It will be made in Italy 
with British parts, body by Ghia, 
and exported throughout the world. 


~ 





old Aprilia was a V-4.) The Flavia comes 
equipped with a four-speed, full-synchro- 
mesh gearbox. 

The body is an interesting structure 
with four slim doors, and maximum in- 
terior width has been obtained by using 
curved side windows dropping in curved 
guides. Although much smaller, 51 inches 
narrower than the big Flaminia, the Flavia 
gives very nearly the same interior space. 
There is generous legroom for rear pas- 
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ANTIQUE and CLASSIC CARS 


GET IT NOW! 


Boasting a superabundance of pictures of all 
famous roadsters and sedans of the past. No matter 
what car you’re looking for, whether it be gasoline, 
electric, or steam driven, you'll find it here along 
with the top highlights of its history. Buy and enjoy 
this collector’s item — it’s on sale now at your news- 
stand ...or send your 75c to 


TREND BOOKS 


5959 Hollywood Blvd., Los Angeles 28, Calif. 
...and receive your copy in the mail. 


100,000 Item, 


It’s 





OVER 100,000 ITEMS TO CHOOSE FROM 
No matter what make, year, or model of car you drive . . . 





your AUTOMOTIVE NEEDS! 


Just Mail Coupon for My Giant 404 Page, 


It’s ready for you . 
equipment buying guide catalog . . . the giant 404 page catalog 
that SAVES YOU UP TO %on ALL your automotive needs! It lists 
and illustrates thousands of 
truck, station wagon, hot 
as foreign and sports cars, and Model “A” Fords. Everything for 
early models to brand-new 1961 models . . 
selection ever offered anywhere! 


































1961 Catalog! 


S 
FREE 


q SAVES YOUn 50% 


. . the world’s largest and most complete auto 


rts and accessories for every car, 
, custom car, and dragster, as well 


. truly the greatest 


J. C. Whitney's catalog features the latest in Hollywood and 
Custom equipment, i 
karts and “must” accessories, in addition to h 
replacement parts for old and current models alike! E ing 
the car owner ‘armchair ing. 
Buy direct by mail from Whitney and SAVE MONEY! Our 
tremendous buying power and huge volume enable us to cut 
prices to rock bott 

We stock over 100,000 items, ready for immediate shipment— + 
with new, improved facilities to speed up service on every 
order. Buy with ph fid you isfacti 
anteed on every order or your money back! 


and racing S, 


new hi-s speedy 
: -to-find exact 


is and wants, ready for “ 


om. You actually save up to 50% and more! 





guar- 


Just send us the coupon below for your FREE copy of our 
new 1961 ca’ 
of the handling and mailing costs (refunded on 
order). Don’t r 
tive field in this bargain-packed, fully illustrated book. 
for your copy now! 


talog. Please enclose 25c in coin to he’ 


lelay—see t’s new for 1961 in the automo- 
Send 





FREE cataloG couPpoN 


J. C. WHITNEY & CO. 

bed 102) Archer Avenue, Chicago 16, Ill. 
t 404- 1961 Catalog 

describing world's _ congine tie of auto parts 

and accessories — over 100,000 items at lowest 

i cost, 








prices. (Please enclose 25c to cover part of ts 
which will be credited to you on first $5.00 order.) 





domestic, compact, foreign, sports, hot rod or custom . . . 
we have the part or accessory you are looking for included 
in our unequalled selection. Regardless what your auto- 





sengers. The front seat is a single bench 
and has a full reclining adjustable back 



















motive may be, check J. C. Witte > gaat catalog Name. 
rest. . , 2 first . . . now bigger and better than ever before. ‘ 
Equipment includes a half-horn ring, a alas dives 
a las ele City. Zone. State. 















cigarette lighter, two map pockets at the 
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MONEY IN BY 
THE 20th EARNS 
FROM THE Ist! 





Earn this high rate of dividend 
and get one of these valuable 
free gifts .. . from this finan- 
cially insured Association. 
Write ... Save by Mail! 


FREE GIFTs! 


PHILCO 
PORTABLE TV 


FREE WITH 
$5000 ACCOUNT 


LUGGAGE 
SET 


FREE WITH 
$2500 ACCOUNT 


ELECTRIC 
BLANKET 


FREE WITH 
$2000 ACCOUNT 


SILVERPLATE 
SET 


FREE WITH 
$1000 ACCOUNT 


COMMERCIAL SAVINGS 


AND LOAN ASSOCIATION 
334 N. HOWARD ST. 
BALTIMORE, MD. 
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MT’s Gunther Molter sits behind the wheel of the new Ferrarina, the first small 
car produced by Ferrari. The body has been designed by Pinin Farina. 


TRENDS OVERSEAS 


front, one in the rear, windshield washer, 
parking brake warning light, choke re- 
minder light, lockable glove compartment, 
two roof lights and lights to illuminate 
both engine and trunk. The American in- 
fluence is seen with four headlights. 

The Flavia, with its front-wheel drive, 
is light and responsive to handling. Driv- 
ing position is good and controls are very 
well arranged, with recessed fingertip 
switches ranged around an unusual curved 
console under the steering wheel. The 
asymmetrical instrument panel contains a 
long, ribbon-type speedometer and a circ- 
ular tachometer. Interior door handles are 
neatly recessed to avoid catching clothes. 
Brakes are equal to all demands with a 
light pedal pressure. 


FARINA’S PROJECT X created quite a buzz 
among the viewers of dream cars. Devel- 
oped by his son Sergio and son-in-law 
Renzo Carli, in collaboration with engi- 
neer Alberto Morelli, the Project X is a 


fully streamlined four-seater closed car 
with high tail fins based on two years of 
studies in wind tunnels. Drag coefficient 
is said to be one-half that of normal, 
modern sedans and 30 per cent below 
that of a good sports car. 

To allow road tests without distorting 
the shape, the wheels are arranged in 
diamond formation. A single nose wheel 
steers it; there are two wheels on swing 
axles behind the rear seat and a single 
rear wheel drives it. This arrangement 
produces no torsional loads in the struc- 
ture, all road reaction being transmitted 
to the center line, so the structure is 
extremely light. 

It has all-around vision with large areas 
of glass weighing 132 pounds, and the 
whole car, with four comfortable seats, 
weighs only 1650 pounds. A Fiat 1100 
engine is placed at an angle on one side 
of the rear wheel, while luggage is car- 
ried on the other side. Brakes are Girling 
discs and suspension is pneumatic by 
Pirelli. 


IN ADDITION to the Selene II, Ghia also 





Ferrari and Farina have teamed again to produce this bigger lurury package. 
The SuperAmerica features a curved line and retractable headlamps. 
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THE COMPLETE 
BOOK OF 
HOT RODDING 











OVER 200 PAGES OF THE 
MOST EXCITING HOT ROD- 
DING MATERIAL EVER COM- 
PILED IN ONE VOLUME! 


CLOTH BOUND 


HUNDREDS OF PICTURES 


PLUS A THOROUGH ALPHABETICAL 
INDEX AND SPECIAL GLOSSARY OF 
ALL THE BASIC TECHNICAL TERMS 


ORDER NOW 
224 pages 


5.95 


postpaid 


CLIP AND MAIL TODAY! 


PETERSEN PUBLISHING CO. 
5959 Hollywood Bivd., Los Angeles 28, Calif. 


DEPT. MT-261 
Enclosed is $—————-, @ $5.95 each 
postpaid. Please send me copies 
of THE COMPLETE BOOK OF HOT 
RODDING. 








NAME 





ADDRESS 


CITY 














showed the IX-9. It is a _ beautifully 
streamlined body shell integral with the 
chassis frame and has been tunnel-tested 
for low drag and high speed. It will soon 
be tried out with a BMC 950 cc engine. 

Destined for the United States is the 
luxurious L-6.4 high-speed coupe with 
magnificent Ghia body work, Chrysler 
chassis parts and a Chrysler V-8 engine 
of 6.4 liters, giving 335 hp at 4600 rpm. 
Transmission is Chrysler Torqueflite, and 
it weighs 4100 pounds. — Gordon Wilkins 


FERRARI, which has been a synonym for 
exclusive cars owned by a small number 
of people in the world, has now intro- 
duced a small car — the Ferrarina. 

Powered by a 849 cc four-cylinder en- 
gine that develops 75 hp, the little car 
has a compression ratio of 9-to-1. It is a 
gran turismo car with a coupe body 
designed by Pinin Farina. 

Despite its short wheelbase of 75.8 
inches, the Ferrarina gives a most com- 
fortable ride on even the roughest wash- 
board roads. Driving characteristics 
compare favorably with a first-class sports 
car, with low side-tilt angle during corner- 
ing and a high lateral sway stability. The 
independent front suspension is with 
wishbones and coil springs, and at the rear 
there is a rigid axle with two semi-elliptic 
leaf springs on each side and telescopic 
shock absorbers on each wheel. Despite 
this simple arrangement, road holding is 
excellent, and steering is very direct with 
almost neutral steering characteristics and 
little tendency to oversteer. 

The driver’s seat is in the correct 
position for fast driving and gives good 
contact with the car, especially during 
cornering. The gearbox is four-speed 


synchromeshed. 
One of the biggest surprises about this 
little car is the efficient brakes — four- 


wheel servo-assisted Dunlop discs. Here 
Ferrari shows what can be done despite 
13-inch wheels. Little pedal pressure is 
needed to actuate the brakes. 

The interior is roomy and the doors 
are high and wide for easy entry and 
exit. There are single seats in the front 
and plenty of room in the rear for chil- 
dren. Visibility is good, with a large 
rear window, and it is very quiet. Generous 
luggage space can be found in the rear. 


FIAT IS AGAIN producing possibly the larg- 
est selection of cars of anyone in Europe 
— from the small and economical 500-D 
and 600-D to the luxurious 1800-2100 
series. In addition, Fiat offers a full line 
of twa- and four-door sedans, station 
wagons and convertibles-sports cars. Fiat 
is not introducing an all-out new car this 
year, but plans to unveil its 1300 series 
next season. The firm, one of the largest 
in the world, now produces more than 
2100 units a day, which are sold in Italy 
and in more than 130 foreign markets. 

— Gunther Molter 
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From the Heart of “AUTOLAND” 












Handy Buying Guide to Latest 
Auto Parts & Accessories at 
Sensational New Low Prices), 


COLOSSAL 
CATALOG 







TIMELY ADVANCE NEWS BULLETINS 
BUY DIRECT ee , 
Cut out the 
MIDDLEMAN 


SAVE UP TO —— 
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In Discounts =< 
AUTO BARGAINS OF THE MONTH 


These Special Prices While Supply LASTS! 













FREE AUTO INFORMATION SERVICE 
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Send Check,Cash or Money Order 


AUTOMOTIVE INDUSTRIES 


5805 EAST BEVERLY BLVD., DEPT, 301 LOS ANGELES 22, CALIF, 


“425 SUPERCHARGERS 


FLASHING PERFORMANCE FOR YOUR CAR! 


Write for free information 
Paxton Products, 929 Olympic Bivd., Santa Monica, Cal 





RVAIR NOW AVAILABLE 


WANTED! 


Mechanically Inclined 
Men to Qualify for 


BIG PAY JOBS: 


AND SPECIAL FACTORY 
TRAINING IN DIESEL 


‘“‘We need qualified repairmen, operators, 
mechanics NOW!”’, say Diesel Manufac- 
turers. Highway Builders, Truck Line Op- 
erators in every corner of America. Can 
you qualify for these High Pay Jobs? We 
can help you! Interstate’s General Course 
and Cummins-approved Diesel home-train- 
ing courses are internationally recognized. 
Advisory placement service for trainees. 
Don’t wait. Men are needed NOW! 


Get the Facts Today! 


crocs eee 

| WRITE INTERSTATE TRAINING SERVICE 

| Dept. A-29, Portland 12, Oregon 
Rush information on 1|.T.S. Diesel Courses, 

l Special Factory Training and Diesel Job 
Opportunities. 
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BUICK Special V-8 155 @ 4600 220 @ 2400 215 3.50 x 2.80 8.8 1 2-bbi. 3.08 3.36 -- 
Le Sabre (standard) V-8 250 @ 4400 384 @ 2400 364 4.13 x 3.40 10.25 1 2-bbi. 3.07 ese cae 
Le Sabre (optional) V-8 235 @ 4400 375 @ 2400 364 4.13 x 3.40 9.0 1 2-bbi. 3.07 - : 
Le Sabre (optional) \V-8 300 @ 4400 405 @ 2800 364 4.13 x 3.40 10.25 1 4-bbi. 3.23 : ° 
invicta, Electra, Electra 225 V-8 325 @ 4400 445 @ 2800 401 4.19 x 3.64 10.25 1 4-bbi. 3.20 - 
CADILLAC V-8 325 @ 4800 430 @ 3100 390 4.00 x 3.80 10.5 1 4-bbl. 2.94 -- +: 
CHEVROLET Six 6 135 @ 4000 217 @ 2000 235 3.56 x 3.94 8.25 1 1-bbl. 3.08, 3.36 3.36 3.55, 3.70 
170 V-8 170 @ 4200 275 @ 2100 283 3.87 x 3.00 8.5 1 2-bbi. 3.08, 3.36 3.36 3.70 ss 
230 V-8 230 @ 4800 300 @ 3000 283 3.87 x 3.00 9.5 1 4-bbi. 3.36 3.36 3.70 
250 V-8 250 @ 4400 355 @ 2800 348 4.12 x 3.25 9.5 1 4-bbi. 3.08 3.36 o-- cum 
280 V-8 280 @ 4800 355 @ 3200 348 4.12 x 3.25 9.5 3 2-bbi. 3.08 3.36 see 
305 V-8 305@5600 350@3600 348 4.12% 3.25 11.0 1 4-bbl. 3.55 --- oss _ 
320 V-8 320 @ 5600 358 @ 3600 348 4.12 x 3.25 9.5 1 4-bbi. “+: 3.70 2° 
335 V-8 335 @ 5800 362 @ 3600 348 4.12 x 3.25 11.25 3 2-bbl. -- 3.70 ose a 
COMET 144 6 85 @ 4200 134 @ 2000 144 3.50 x 2.50 8.7 1 1-bbl. 3.50 3.50 eee = 
170 6 101 @ 4400 156 @ 2400 170 3.50 x 2.94 8.7 1 1-bbi. 3.50 3.20 e+e pee 
CORVAIR Turbo-Air 6 80 @ 4400 128 @ 2300 145 3.44 x 2.60 8.0 1 2-bb! 3.27 3.27 3.55 { 
Super Turbo-Air 6 98 @ 4600 132 @ 2800 145 3.44 x 2.60 8.0 1 2-bbi. 3.27 3.27 3.55 
CORVETTE 230 V-8 230 @ 4800 300 @ 3000 283 3.87 x 3.00 9.5 1 4-bbl. hoo 3.36 3.70, 4.11, 4.56 
245 V-8 245 @ 5000 300 @ 3800 283 3.87 x 3.00 9.5 2 4-bbl. 3.55 3.36 3.70, 4.11, 4.56 a 
270 V-8 270 @ 6000 285 @ 4200 283 3.87 x 3.00 9.5 2 4-bbi. --- 3.36 3.70, 4.11. 4.56 ont 
CHRYSLER Newport V-8 265 @ 4400 380 @ 2400 361 4.12 x 3.38 9.0 1 2 bbi. 2.93 3.58 ee 
Windsor V-8 305 @ 4600 410 @ 2400 383 4.25 x 3.38 10.0 1 2-bbi. 2.93 3.58 -- aa 
New Yorker V-8 350 @ 4600 470 @ 2800 413 4.18 x 3.75 10.1 1 4-bbi. 2.93 --- -- _—" 
V-8 375 @ 5000 495 @ 2800 413 4.18 x 3.75 10.1 2 4-bbi 3.23 3.23 --- 
DART Six 6 140 @ 4000 215 @ 2400 225 3.40 x 4.13 8.2 1 1-bbl. 3.31 3.54 3.58 a 
V- V-8 230 @ 4400 340 @ 2400 318 3.91 x 3.31 9.0 1 2-bbi. 3.31 3.58 3.31 nisin 
V-8 Power Pack V-8 260 @ 4800 345 @ 3200 318 3.91 x 3.31 9.0 1 4-bbi 2.93 --- 3.31, 3.58 
D-500 V-8 305 @ 4800 395 @ 3000 361 4.12 x 3.38 9.0 1 4-bbi. NA 3.31 --- ote 
Police Special V-8 325 @ 4600 425 @ 3200 383 4.25 x 3.38 10.0 2 4-bbi. NA 3.31 +. pie 
D-500 w/Ram Induction V-8 330 @ 4800 460 @ 2800 383 4.25 x 3.38 10.0 2 4-bbi. NA 3.31 --- 
DODGE Polara V-8 V-8 265 @ 4400 380 @ 2400 361 4.12 x 3.38 9.0 1 2-bbi. 2.93 3.58 3.31 —_ 
D-500 V-8 325 @ 4800 425 @ 3200 383 4.25 x 3.38 10.0 1 4-bbl. 3.23 3.23 --- 
0-500 w/Ram Induction V-8 330 @ 4800 460 @ 2800 383 4.25 x 3.38 10.0 2 4-bbi. 3.23 3.23 --- 
DE SOTO V-8 265 @ 4000 370 @ 2400 361 4.12 x 3.38 9.0 1 2-bbi. 2.93 3.58 
FALCON 144 6 85 @ 4200 138 @ 2000 144 3.50 x 2.50 8.7 1 1-bbl. 3.50 3.10 --- 
170 6 101 @ 4400 156 @ 2400 170 3.50 x 2.94 8.7 1 1-bbl. 3.50 3.10 e-- 
FORD Six 6 135 @ 4000 200 @ 2000 223 3.62 x 3.60 8.4 1 1-bbi. 3.56 3.56 3.89 
292 V-8 175 @ 4200 279 @ 2200 292 3.75 x 3.30 8.8 1 2-bbi 3.10 3.56 3.89 
352 V-8 220 @ 4400 336 @ 2400 352 4.00 x 3.50 8.9 1 2-bbi. 2.91 3.56 3.10 
390 Special V-8 300 @ 4600 27 @ 2800 390 4.05 x 3.78 9.6 1 4-bbi. 2.91 3.56 3.10 
390 Police Special V-8 330 @ 5000 427 @ 3200 390 4.05 x 3.78 9.6 1 4-bbl. NA NA 
390 Super V-8 375 @ 6000 430 @ 3400 390 4.05 x 3.78 10.6 1 4-bbl. NA NA -- 
IMPERIAL V-8 350 @ 4600 470 @ 2800 413 4.18 x 3.75 10.1 1 4-bbi. 2.93 --- - 
LANCER 170 6 101 @ 4400 155 @ 2500 170 3.40 x 3.13 8.2 1 1-bbl. 3.23 3.56 
225 6 140 @ 4000 215 @ 2400 225 3.40 x 4.13 8.2 1 1-bbi. 3.23 3.55 
LINCOLN CONTINENTAL V-8 300 @ 4100 465 @ 2000 430 4.30 x 3.70 10.0 1 2-bbl. 2.89 --- --- 
MERCURY Six 6 135 @ 4000 200 @ 2000 223 3.62 x 3.60 8.4 1 1-bbi. 3.56 3.56 3.89 
292 V-8 175 @ 4200 270 @ 2200 292 3.75 x 3.30 8.8 1 2-bbi. 2.91, 3.10 3.56 3.89 
352 V-8 220 @ 4400 336 @ 2400 352 4.00 x 3.50 8.8 1 2-bbi. 2.91, 3.10 3.56 3.89 
390 V-8 300 @ 4600 427 @ 2800 390 4.05 x 3.78 9.6 1 4-bbi 2.91. 3.10 --- -- 
OLDSMOBILE F-85 V-8 155 @ 4800 210 @ 2800 215 3.50 x 2.80 8.8 1 2-bbl. 3.23 3.07 - 
Dynamic 88 V-8 250 @ 4400 405 @ 2400 394 4.13 x 3.69 8.8 1 2-bbi. 2.87 3.42 -- 
Super 88,98 V-8 325 @ 4600 435 @ 2800 394 4.13 x 3.69 10.0 1 4-bbi. 1) ro 3.42 “++ 
PLYMOUTH Six 6 145 @ 4000 215 @ 2800 225 3.40 x 4.13 8.2 1 1-bb! 3.31 3.54 . 
Fur V-8 230 @ 4400 340 @ 2400 318 3.91 x 3.31 9.0 1 2-bbi. 3.31 3.58 --- 
Super Fury V-8 260 @ 4400 345 @ 2800 318 3.91 x 3.31 9.0 1 4-bbl. 2.93, 3.08 3.58 ++. 
Golden Commando V-8 305 @ 4800 395 @ 3300 361 4.12 x 3.38 9.0 1 4-bbi. 3.31 3.31 -- 
Sonoramic Commando V-8 330 @ 4800 460 @ 2800 383 4.25 x 3.38 10.0 2 4-bbi. 3.31 3.31 --- 
PONTIAC Tempest 4 110 @ 3800 190 @ 2000 194.5 4.06 x 3.75 8.6 1 1-bb!. ie 3.55 ph RE 
Tempest w/Hydramatic 4 130 @ 4400 195 @ 2200 194.5 4.06 x 3.75 8.6 1 1-bbl. 3.08 “+: 3.31 
Tempest Premium Fuel 4 120 @ 3800 202 @ 2000 194.5 4.06 x 3.75 10.25 1 1-bbi. --- 3.31 3.55 
Tempest Premium Fuel w/Hydramatic 4 140 @ 4400 207 @ 2200 194.5 4.06 x 3.75 10.25 1 1-bb!. 3.08 *-° 3.55 
Tempest w/4-bbi 4 155 @ 4800 215 @ 2800 194.5 4.06 x 3.75 10.25 1 4-bbi. 3.55 ++. 3.31, 3.73 
Tempest V-8 V-8 155 @ 4600 220 @ 2400 215 3.20 x 2.80 8.8 1 2-bbi. 3.55 --- 3.31, 3.73 
PONTIAC Catalina, Ventura, Star Chief V-8 215 @ 3600 390 @ 2000 389 4.06 x 3.75 8.6 1 2-bbl. --- 3.23 3.08, 3.42 
Bonneville (optional other series) V-8 235 @ 3600 402 @ 2000 389 4.06 x 3.75 8.6 1 4-bbi. *-° 3.23 3.08. 3.42 
Catalina, Ventura w/Hydramatic V-8 267 @ 4200 405 @ 2400 389 4.06 x 3.75 10.25 1 2-bbi. 2.69, 2.87 ++: 3.08 
Catalina, Ventura w/Hydramatic (opt) V-8 287 @ 4400 417 @ 2400 389 4.06 x 3.75 10.25 1 4-bbi. 2.69, 2.87 *-- 2.56, 3.08 
Star Chief w/Hydramatic V-8 283 @ 4400 413 @ 2800 389 4.06 x 3.75 10.25 1 2-bbl. 2.87 *- 2.69, 3 08 
Bonneville w/Hydramatic V-8 303 @ 4600 425 @ 2800 389 4.06 x 3.75 10.25 1 4-bbi. 2.87 -- 2.69. 3 08 
All series w/Hydramatic (optional) V-8 230 @ 4000 380 @ 2000 389 4.06 x 3.75 8.6 1 2-bbi. 2.56 +-- 2.87 
All series (optional) V-8 318 @ 4600 430 @ 3200 389 4.06 x 3.75 10.75 3 2-bbl. 3.23 2.87 2.69, 3.08, 3.42 
All series (optional) V-8 333 @ 4800 425 @ 2800 389 4.06 x 3.75 10.75 1 4-bbl. 3.42 3.08 3.64 
All series (optional) V-8 348 @ 4800 430 @ 3200 389 4.06 x 3.75 10 75 3 2-bbl. 3.42 3.08 3.64 
RAMBLER American Deluxe, Super 6 90 @ 3800 160 @ 1600 195 3.13 x 4.25 8.0 1 1-bbl. 3.31 3.31 3.78, 4.11 
American Custom 6 125 @ 4200 180 @ 1600 195 3.13 x 4.25 8.7 1 1-bbi. 2.87 3.31 3.78 
Classic Six 6 127 @ 4200 180 @ 1600 195 3.13 x 4.25 8.7 1 1-bbi. 3.31 3.78 4.11, 4.38 
Classic V-8 V-8 200 @ 4900 245 @ 2500 250 3.50 x 3.25 8.7 1 2-bbi. 3.15 4.10 3.55, 4.44 
Classic V-8 Power Pack V-8 215 @ 4900 260 @ 2500 250 3.50 x 3.25 8.7 1 4-bbi. 3.15 4.10 3.55, 4.44 
Ambassador V-8 250 @ 4700 340 @ 2600 327 4.00 x 3.25 8.7 1 2-bhi. 2.87 3.54 3.15, 4.10 
Amb dor Power Pack V-8 270 @ 4700 360 @ 2600 327 4.00 x 3.25 9.7 1 4-bbi. 3.15 3.54 2.87. 4.10 
STUDEBAKER Lark Six 6 112 @ 4500 154 @ 2000 169 3.00 x 4.00 8.5 1 1-bbl. 3.73 3.73 3.54. 4.10, 4.5 
Lark V-8 V-8 180 @ 4500 260 @ 2800 259 3.60 x 3.25 8.8 1 2-bbi. 307 3.07 3.31, 3.5 
Lark V-8 Power Pack V-8 195 @ 4500 265 @ 3000 259 3.60 x 3.25 8.8 1 4-bbl. 3.07 3.07 3.31, 3.54 
Hawk V-8 V-8 210 @ 4500 300 @ 2800 289 3.60 x 3.60 8.8 1 2-bbi. 3.07 3.31 3.54 
Hawk V-8 Power Pack V-8 225 @ 4500 305 @ 3000 289 3.60 x 3.60 8.8 1 4-bbi. 3.07 3.31 3.54 
THUNRFRAION ~~ V-8 300 @ 4600 427 @ 2800 390 _ 4.05 x 3.78 9.6 1 4-bbl. 3.00 --- . 
VALIANT 6 101 @ 4400 155 @ 2500 170 3.40 x 3.13 8.2 1 1-bb! 3.23 2.36 


























saa eel Mahle hn Sh ck satel - 


REAR SEAT 


CLEARANCE 
HEAD ROOM 


Electra 219.2 . 57.1 . 62.0 ‘ , . ; 35.2 


CADILLAC 60,62 222.0 , 56.0 : 61.0 , . F J 34.4 y 63.3 34.1 44.5 
75 242.0 , 59.1 F 61.0 : , ; 3 36.3 \ 65.5 34.8 NA 60.1 


CHEVROLET 209.3 78.4 55.5 119.0 60.3 59.3 7.50 x 14 ‘ 40.8 3500 345 450 63.5 340 42.0 63.5 

COMET 194.8 70.4 54.5 114.0 55.0 54.5 6.00 x 13 ; 39.9 2440 386 43.9 57.0 37.6 40.8 56.7 

CORVAIR 180.0 67.0 51.5 108.0 54.0 54.0 6.50 x 13 J 39.0 2355 33.5 440 585 33.5 365 58.0 

CORVETTE 177.7 70.4 52.2 102.0 57.0 59.0 6.70 x 15 . 37.0 2905 37.00 464 596 --- --- : 

CHRYSLER Newport, Windsor 215.6 79.4 54.9 122.0 61.0 59.7 8.00 x 14 . 44.0 NA 37.6 45.1 63.8 381 42.4 ; 
New Yorker 219.8 79.4 55.6 126.0 61.2 60.0 8.50 x 14 . 46.6 NA 37.6 45.3 63.8 38.1 42.4 62.8 

300-G 219.8 79.4 55.1 126.0 61.2 60.0 8.00 x 15 le 46.6 NA 38.1 45.6 NA 38.1 35.4 NA 

DART 209.4 78.7 54.8 118.0 61.0 59.6 7:50 x 14 . 42.3 NA 37.6 45.1 63.8 38.0 42.1 62.9 

DODGE 212.5 78.7 54.9 122.0 61.0 59.7 8.00 x 14 5.3 43.9 NA 37.6 45.1 63.8 38.1 424 62.8 

DESOTO 215.4 79.4 55.0 122.0 61.0 59.7 8.00 x 14 5.2 44.0 NA 37.6 45.1 638 38.1 424 628 

FALCON 181.2 70.6 54.2 109.5 55.0 54.5 6.00 x 13 5.9 37.7 2315 388 446, 57.1 37.3 394 570 

FORD 209.9 79.9 55.0 119.0 61.0 60.0 7.50 x 14 5.5 41.2 3680 38.2 45.3 62.1 37.6 43.3 61.2 

IMPERIAL = =227.3 81.7 56.7 129.0 61.8 62.2 8.20 x 15 5.6 48.2 NA 38.9 469 61.0 383 42.9 60.2 

LANCER = 188.8 72.3 53.3 106.5 56.0 55.5 6.50 x 13 5.4 37.9 NA 37.9 42.8 568 37.4 39.7 56.9 

LINCOLN CONTINENTAL 212.4 78.6 53.5 123.0 62.1 61.0 9.00 x 14 5.5 46.7 4771 386 44.0 59.7 38.2 40.0 60.7 
MERCURY 214.6 79.9 55.0 120.0 61.0 60.0 7.50 x 14 5.7 41.5 3995 38.2 45.3 62.1 37.6 43.3 63.5 

OLDSMOBILE F-85 188.2 71.6 52.6 112.0 56.0 56.0 6.50 x 13 NA 37.0 2566 38.2 44.0 58.6 37.1 37.8 58.2 
Dynamic 88, Super 88 212.0 77.2 55.8 123.0 61.0 61.0 8.00 x 14 NA 43.0 4024 39.3 444 63.3 386 41.7 63.3 
$8 218.0 77.2 56.6 126.0 61.0 61.0 8.50 x 14 NA 43.8 4208 39.6 44.1 63.6 38.6 41.7 63.2 

PLYMOUTH 209.5 80.0 54.6 118.0 60.9 59.6 7.00 x 14 : 42.3 NA 37.8 443 63.8 38.0 42.1 62.9 


PONTIAC Tempest 189.3 72.2 53.5 112.0 57.0 57.0 6.00 x 15 . 41.0 2808 383 44.1 586 37.1 37.8 58.2 
Catalina, Ventura 210.0 78.2 55.9 119.0 62.5 62.5 ¥ 46.0 3849 388 45.1 63.2 37.9 406 63.2 
Star Chief, Bonneville 217.0 78.2 55.9 123.0 62.5 62.5 ; 46.6 3970 388 449 63.2 37.9 409 63.0 
RAMBLER American 173.0 70.0 56.2 100.0 54.5 55.0 ; . 36.0 2520 35.0 44.0 58.0 33.0 37.55 45.3 
Classic 189.9 72.5 §7.1 108.0 58.7 , f , 37.3 2950 360 43.0 598 345 400 60.1 

Ambassador 199.0 73.6 56.9 117.0 57.7 A J , 39.8 3430 36.0 43.0 59.8 345 40.0 60.1 


STUDEBAKER Lark 175.0 71.4 56.5 108.5 57.4 . . : 2966 35.2 43.5 59.5 34.7 NA 59.0 
Lark Cruiser 179.0 71.4 56.5 113.0 57.4 56.6 \ . A 3000 35.2 43.5 59.5 34.7 NA 59.0 
awk =§=§=.204.0 71.4 55.5 120.5 57.4 56.6 . 3 41.0 3207 345 44.0 59.5 33,7 NA 58.0 


THUNDERBIRD 205.0 75.9 52.5 113.0 61.0 60.0 ; NA 3852 37.5 43.9 59.2 37.66 404 56.8 
VALIANT =183.7 70.4 53.3 106.5 56.0 55.5 6.50 x 13 : 37.1 2695 37.9 43.0 568 37.4 39.7 56.9 


BUICK Special 188.4 52.5 56.0 . : 38.1 34.0 . 58.6 33.9 37.8 58.2 
Le Sabre, Invicta. 213.2 " 56.3 f 62.0 A ; , x 35.1 . 63.5 39.2 41.8 3.3 
; 63.3 344 44.6 3.1 

3.1 


7 All figures listed are for four-door sedans. If that 

Mv OTO R TR f N {i S body type is not offered, data for four-door hardtops 
is listed. Obvious exceptions are such cars as the 

Thunderbird and Corvette. Ali specifications are the 


latest as announced by the manufacturers. Additions 
and corrections wil] be made each month in order 
that our readers may have the most complete and 


, authoritative figures on Detroit's new cars. (Entries 
marked “NA” contain information not available at 
the time of publication.) 















THESE FABULOUS 
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750 


today 


or use this coupon and order direct 


TREND BOOKS 


5959 Hollywood Bivd., Los Angeles 28, Calif. 


Here’s my 85c to cover all mail and handling charges; rush me my copy 
of 1961 CUSTOM CARS ANNUAL. TB-197 
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LL ‘N’ SWAP 


Requirements are: copy limit of 25 words 
(not including name and address); 1st come, 
Ist served; we reserve the right to edit where 
necessary; we are not responsible for accuracy 
of description, although we will reject any mis- 
leading statements. This service is not open to 
commercial advertisers. No ads will be accepted 
if payment is not made in advance. Only one 
CAR may be listed in any single Sell ’N’ Swap 
insertion. This limitation will not apply to 
parts, catalogs, etc. The charge is $4 per in- 
sertion. If your car is unusual and you have a 
photo of it suitable for publication, you may 
submit it with your ad. If we decide to print 
it there’s no cost to you for the cut, but we'll 
have to decide which photos to use. Sorry, no 
photos can be returned—Editor 


SELL 

60 AUSTIN-HEALEY 3000, purchased in Eng- 
land. R_& h, o.d., wire wheels, jump seat, other 
extras. Exc. cond., only 7500 mi.; never raced. 
$2500. rad Marcus, Slant/Fia Radiator Corp., 
130-15 89th Rd., Richmond Hill, N.Y. Phone 
VI 6- 3002, 

'35 CHEVROLET Master sed. Classy black 
Mercedes-type body. Exc. cond.; 43,000 mi. — 
plenty of mileage left. No difficulty obtaining 
arts. Write for photos. Vern Baker, Box 85, 
lyria, Ohio. 

37 PACKARD 8-cyl. conv. cpe. with rumble- 
seat. Perf. & orig. cond.; good tires with safety 
tubes. $536.50 spent on complete o’haul, re- 
chroming grille, etc. $2500. Martin W. Bello, 
519 Crow Lane, Billings, Mont. Phone ALpine 


-0818. 

‘41 CADILLAC 62 4-dr. sed. New tires, new 
paint. 51 Cadillac engine, trameenision & radi- 
ator. By every day. Make offer. R. L. Barney, 
121 dams, Riverton, Wyo. 

"40 CADILLAC 72 4-dr.— rare model. Body, 
tires, mechanical— exc. cond. Needs paint, 
small work. Recent g=5 spare parts. $400. 
J. H. Zilka, 813 S. Alder, Portland 5, Ore. 
'28 DE SOTO—Ist- B ae Exc. orig. cond.; 
runs good. Chrysler’s recent decision on De Soto 





enhances value. Make firm offer. Fred Schure- 
man, Chappell, Neb. 

CLASSIC & ANTIQUE CAR Sales Catalogs: 
Packard, Chrysler, Lincoln, Cadillac, Pierce- 
Arrow, Buick, Ford (Model A & later), Orphan 
& Foreign cars; minimum $5 ea. Also MoToR 
N.Y.) Annual Numbers. Details for large, 
stamped, addressed envelope. A. E. Twohy, 
400 N. Kenmore, Los Angeles 4, Calif. 

°56 SIATA. 1200-lb. aluminum Bertone body; 
75-hp 1100cc Stanguellini engine. Fast but 





docile; roomy interior. Exc. shape, unraced; 
16,000 mi. Parts readily available. $3000. Tom 
Oleson, 320 E. 54th St., New York 22, N.Y. 
AUTOMOBILE LITERATURE — Sales _ cata- 
logs, instruction books, many makes ‘37 thru 
'42; some postwar catalogs; Motor magazines 
*32 thru °47. Catalogs $2 & up. Send 10c for 
lists. Morton — 10151 Babbitt Ave., 
Northridge, Calif 

MOT TORBOOK—British, French, German, Ital- 
ian & American car handbooks & shop man- 
uals; books on maintenance, repair, tuning, 
racing, rallies, antiques, classics. Catalog (500 
items) 25c. Grays (Dept. MT), Mail Order Motor 
Booksellers, Hurstpierpoint, Sussex, England. 
AUTOMOBILE PHOTOS — of the world’s finest 
cars & coachwork, American & Continental, of 
the classical era. Not snapshots. Illustrated list- 
ings 25c. G. * Moffitt, 306 W. 94th St., New 
York 25, N.Y 
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TORQUE WRENCHES 
of Life Time Accuracy 


Sold around the world by 
leading hand tool manufac- 
turers, mail order houses, 
chain stores, specialty houses. 
Inch-pound, foot-pound 

and metric models in wide 
range of different capacities. 







accurately tests and matches sets o 
valve, clutch and other coil springs. 


Write Department 
for Free Book and Catalog 


Sturtevant Spring Tester 
With any torque wrench, quickly and 








f 








' PORTABLE GARAGE $8.95 (Formerly $10.95) 
Fits all makes and models 
Protect against Rain, 
Dust, Snow, and Sun. Made 
of vinyl plastic. Elasticized 
bottom holds securely. 


Direct from mfr: Enclose check or mon 
38.95+650 postage, ck or money order for 


EXTRA HEAVY PLASTIC GARAGE $10.95+$1 post. 
ROYALE PRODUCTS, Dept.G-1 Box 2056, NY 17, NY 
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CURRIE’S DEERSKIN DRIVING GLOVES 
PROVEN FOR ROAD-RACING 
EXCL — ventilated desi elasticized back & 
li at we ght give outstanding 
a N- i GRIP. 


_ . ur 
Pp at tan DEERSKIN is 
Stexte ". RUGGED. Color: 
en’s sizes 7-llle. 

St 95 eae Postpaid 
Money back guarantee. Send 
check or money order i Fy a nae 


State size. 
D. R. CURRIE, DEPT. B, NORWELL, MASS, 


KARTING 
HANDBOOK 





For all the blazing thrills and excite- 
ment of America’s new sport of Kings! 


75° NOW at your newsstand or use 
the coupon and send direct for your ony 


TREND BOOKS 


5959 Hollywood Bivd., Los Angeles 28, Calif. 





Please send me............ copies of The Karting 
Handbook @ "B85 each (covers postage, etc.) 
MT-261 TB-195 


NAME (please print) 





ADDRESS 











SEE THE 











’28 FORD phaeton. Professionally restored — 

green body, tan top, dual mounts, new trunk & 
brakes. Rebuilt '34 engine. Also Model A en- 

gee. $1375. William C. Gadd, 405 Reel Ave., 
ay yx 29, Pa. 

MAN “HANDCRAFTED” rayon & nylon 
San built “‘classic tires’’ now available for 
all antique, vintage, veteran, classic & special- 
interest cars. All sizes, from 4.40/4.50 x 21 to 
7.00 x 21 wide whitewalls. 50c for complete 
listings & descriptive literature. A. Ward Shanen, 
2444 §. Orkney St., Philadelphia 48, Pa. 

40 LA SALLE 4-dr. sed.; black. Engine ° Lay ¥7. 
all new tires; 110,000 orig. mileage. $600. A1C 





Joseph Patackis, Box 884, 4039th FMS, Griffiss 
FB, N.Y. 


A 
’°30 LA SALLE 7-pass. touring. Rare & beauti- 
ful car; needs some restoration. Drive it any- 


where. $900 firm. Photo on request. William 
Timms, 322 Main St., Montour Falls, N.Y. 

COLLECTION of over 2000 different 11x 14 
automobile magazine ads. All autos, all models 
from ‘22 to 38. Most in color, suitable for 


framing. Complete collection $375. Also cata- 
logs, Motor Annuals & prints. eg listing 
., Bayside, 


35c. Sheldon J. Lewis, 61-33 213th 
Rule, Eee 


TRIPPE SENIOR safety érivieg lights. 814-in. 
ia.; 6- & 12-volt types available. Brand-new in 
orig. boxes. Come complete with all wiring, 
brackets, Sings & 2 Gulmite wrenches. $39.50 
per pr., shipped prepaid & insured. A. Ward 
noi: 244 Orkney St., Philadelphia 48, Pa. 
"40 LASALLE cpe., just o’hauled. No rust 
whatsoever; drive anywhere. Best offer takes. 
Earl Regnier, Box 168, Capron, Ill. Phone 
LO 9-3216. 
°30 MODEL A cpe. Body, engine, chassis all 
orig., in good shape. New top, partly refinished; 
extra parts. 2nd owner. $500 or best offer over. 
A. F. Carr, 224 Cattell St., Easton, Pa. 
*48 CADILLAC 62 — New seats & battery, 
new paint; + 1 yr. old. Good engine & tires; 
Hydra-Matic. Power windows, top & seat. $595. 
Jess Atkins, 1410 25th St., Rock Island, Ill. 
"23 STUDEBA: KER 7-pass. conv. touring =. 
Special interest car; needs refinishing. Best offer. 
Car located in Butte, Mont. Write H. D. Sultzer, 
823 Berkshire Terr., Hampton, Va. 
’24 STAR touring car — winner of 6 tro) 
Exc.; drive anywhere. $1250. Also M 
arts truck, Peerless engine, oe engine, 
tar a, Star, Durant parts. R. Blodgett, 
Box 1024, Peoria, 

29 BUICK cpe. Exc. cond., less than 10,000 
actual mi.; drive anywhere. 4 new tires, orig. 
spare; spare parts. $1000. T. W. Thomas Serv- 
ice Station, 606 Taylor Ave., Flat River, Mo. 
"41 CADILLAC conv. 2nd owner — this classic 
in exc. cond. in every respect. Orig. interior; 
57,000 mi. $1900. wa or call for complete 
info & pix. J. D.. Will a, 1998 Cove Dr., 
Largo, Fla. Phone JU 4-41 
’°33 AUBURN Salon Model 8-105 conv. sed. 
Beaut. cond. — restored in 58. New top, leath- 
er uph. 2-speed axle; automatic lube. Man 
spare parts; owners manual. $2500. Martin 
Loeffler, 9889 aa. _ Park, Mich. 
°38 LA SALLE a Opera seats, sidemount 
covers; sound b Good mech., except for 
need of minor engine work. Best offer over 
$230. Dennis Mullins, 117 W. oe Hope Rd., 
Milwaukee, Wis. Phone FL 2-7096 
°30 HUDSON — 8 rdstr. Rumbleseat, trunk, 
18-in. wire wheels, side curtains. New paint & 
chrome; 6 new tires. Needs new top. $700. 
Floyd Newlands, 782 Wilder Rd., Hilton, N. Y. 
41 LINCOLN CONTINENTAL cabriolet, with 
’51 Mercury V-8 conversion. New top, some 
new chrome & ope. — nice cond.; 3rd 
owner. $800. _—_ oran, 1032 Elmwood Dr., 
Willoughby, Ohi 
53 ae Skylark conv. Rare, orig. New 
paint, top, 5 40-spoke chrome _ wire 
wheels, » po poms ww’s. Looks, runs great. 
Neots little. $795. A. McBride, 5270 Lan- 

oo Rd., Detroit Ps Mich. 
COLLECT ‘ORS. . Automobile 
Set No. 2 —Cars of the "30s: 
Witize- Overland, 33 Cadillac, ’36 LaSalle, °37 
Pontiac, "39 Mercury. 842 x 1 -in. quality paper 
stock for mounting or framing for den or rec- 


hies. 
T 


ink drawin; 
*30 Hudson, zF 





FREE! New CATALOG 


—=_—r 
SAVE UP TO 1/2 ON Ifa) | 
Auto Parts & Accessories Ay 
JUST OUT—60,000 ae items to step up y 
your car's Speed, Power, Mileage, Style! 
Newest Road Car, Custom, Rod, Drag, 
Racing Parts. ALL FAMOUS BRANDS— 
LOWEST PRICES Anywhere! Send 25c for 
mailing. (Refund on first order.) 


DEALER DISCOUNTS! 





















ENGINEERING CO 
AL QUIST &:tiea MTC-2 
MILFORD, cea 










Werks 
in Loosens Rusted Bolts 
seconds! nuts, screws, ‘‘frozen’’ ports! 





LIQUID 
| WRENCH 


SUPER-PENETRANT 


The super-penetrating rust 
solvent that quickly loosens 
rust and corrosion. 
AT ALL HARDWARE 
AND AUTO STORES 


RADIATOR Fach ne Lill COMPANY 














ADJUSTABLE SHOCK ABSORBERS 
20,000 MILE GUARANTEE 


© Every KONI is performance tested 
© Adjusts up to double damping 

© Double acting, bump and rebound 
© Specially designed for each car 

© Fit domestic and foreign cars 

¢ Standard on Porsche, Ferrari 

© Increased comfort & safety 





For details, list of dealers, write: 
KENSINGTON PRODUCTS CORP. 


Dept. MT, P.O. Box 77, Lenox Hill Station, 
New York 21. Phone: JUdson 2-9343 


Full line of garage lifts available. 








NOW GET ALL PLASTIC 
SURFACES REALLY CLEAN 


Don’t buy new plastic windows, side 
curtains, seat covers, etc., unless you 
have tried C.P.C. first. If C.P.C. 
doesn’t clean them, then it’s time to 
shop for new expensive replacements, 
for nothing else works like C.P.C. to 
renew, and clean, all plastic surfaces. 
Non- flammable, anti-static, and safe. 
Results guaranteed. Write for half- 
pint can today—just $2.00 postpaid. 


MAIL TWO DOLLARS, YOUR NAME, ADDRESS 10: 
CERBINI LABS INC., DEPT. T-2 


P.0. Box 243 New Rochelle 7, N.Y. 
Distributors and dealers wanted 























ELECTRIC WELD - BRAZE & CUT 


OF METAL 
Home appli- 


gates, wagons, = Solder, heat. bend and 

straighten with terrific heat from arc torch. Cut and weld 
© %” steel plate. A million uses for Home, auto. 
farm, inventors, factories, etc. ‘Works from any home 116 
volt plug-in ergs with dark welders oe arc torch, 
oely of welding and brazing rods flux, and 


iron work, 


So 
come ete Welding S nstruction Book. Aitractive—portable— 
efficient 1 yr. guarantee. Wt. 4 Ibs. 


SEND ONLY $3. 00 ‘cash. ck. ¥agee see eral $9. pas 


$12.95 for P. Paid De as Orbea Ly for mechanically 
minded 


home owners, relatives, tri 
Order now for early’ delivery. avediatbe only from: 


MIDWAY WELDER Kearney, Neb 
MOTOR TREND/FEBRUARY 1961 81 








FLexigLe 
UPHOLSTERY FINISHES 


Restore nu-life and color to faded, soiled car, 
plane or boat upholstery! Seats, headliners, 
sidepanels, convertible tops, cloth rugs and 
rubber floor mats will have that original look 
again. Easily CC brush or spray. Won't 
chip + |. Fadeproof. You can change color 
too! ONLY PRODUCT OF ITS KIND 
OWARDED THE MOTOR TREND SEAL OF AP- 
PROVAL. Write for free information, color chart 
and dealer location. 


RAMCOTE PRODUCTS - re 
degreases 


Cleans engines, garage floors, 
power mowers, greasy walls 
economically and safely. 

In aerosol or pour spout cans. 
At better automotive 
supply and hardware 
retailers everywhere. 





Jw KING MIDGET aN = 


FOR i961 


Biter Agents Wanted. Send 25¢ for 32-pa picture 
d send $1 (refundable. f first order) 
and Repair Manual and 16 5x7 
actory, 
IDGET MOTORS CORPORATION, Athens 6, Ohio 

















NEW 1961 
CATALOG 


D\ 7 aor 


= 





CHaARLEy 
SPEED Sisop * NY 


CATALOG COUPON 
SEND 25¢ TO COVER MAILING AND HANDLING, 
FOR NEW 1961 SURPRISE MONEY-SAVER CATA. 
LOG. 70% BIGGER AND BETTER THAN EVER. 
EACH CATALOG CONTAINS $1.00 FREE CERTIFI- 
CATE. NEXT ISSUE SENT FREE. 


COREE co iiccc cc ccmescccsccoscocssoccesecoscesee 





HONEST CHARLEY SPEED SHOP 
MT 1904 
HATTANOOGA, TENNESSEE 
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SELL ‘N’ SWAP. continued 


sencion room. All 6 for $2. Watch for Set 
3. om ge 243 S. Whiteoak St., Apt. C, 

> a 
34 PACKARD cpe. 2-tone body very solid, en- 





gine 8 good, ‘oc fair, rumbleseat leather good. 
riven daily. Pix 10c. A. Fidanza, 27830 White 
Rd., Wickliffe, Ohio. 

15-INCH CHROME WIRE WHEELS — set of 
5 in very good cond. Fit Buick Skylark, etc. 
$200 delivered. H. J. Norman, P.O. Box 268, 
Weatherford, Tex. 


SELL OR SWAP 


°37 BUICK Roadmaster 4-dr., 6-wheel. Not 
mint, but nice; exc. tires. Offer nearest $200, 
or trade for antique, classic, special interest, or 
orphan car; boat or airplane. _ Hurlburt, 
180 Shelburne Rd., Greenfield, 

REO 6-cyl. — believ 27 Pn ~o No. 
A12929; 18-in. wheels. Complete, less body, 
radiator. “‘Chevrolet’’ illuminated Boyce Moto- 
meter. Make offers. Take in trade bulb horns, 
Klaxons. Dick Hurlburt, 180 Shelburne Rd., 
Greenfield, Mass. 

29 PLYMOUTH 4-cyl. 4-dr. sed. Orig.; A-1 
bodily, mechanically. $500 or highest offer 





over. Pix if desired. Consider trade for late- 
model auto. Thomas R. Oblak, R.D. #1, Dil- 
lonvale, Ohio 

41 LINCOLN CONTINENTAL hdtp. with 
Ford Industrial ‘‘6’’ engine. Beautifully restored; 
factory warranty & manual. 2nd owner; $2000 
og aeons offer, or trade up or down. L. J. 
Lem ak Be Bismarck, N.D. 

"47 LINCOLN CONTINENTAL cpe. 2nd owner. 
Rebuilt V-12; new clutch, transmission. Body 
exc. — never ~ or altered. Sell, or swap 
on Volvo or 4 ce Austin-Healey. Harold 
Matson, Rt. 1, Zillah, Wash. 


WANTED 


PARTS for 54 Kaiser Darrin — hubcap medal- 
lions, “Darrin” nameplate, convert. top hold- 
down wing bolts, optional seat belt. Ted Dahl- 
mann, 2320 Moraga St., San Francisco 22, Calif. 
SPARTAN twin chime horns. Will pay reason- 
able pres for '28 vintage. Thomas F. Kalecik, 
14535 Gilmore St., Van Nuys, Calif. 

PARTS for restoring *40 Lincoln Zephyr clb. 
cpe. — — chrome body trim & owner's 
manual. Also need '34 Dodge cpe. parts. Ken- 
neth R. Hand, 224 N. Minnesota, Wichita 14, 

nsas. 

ORIGINAL automobile owners instruction 
books, sales c logs, shop any make 
1900-'25, classics '25-'35. Also ALAM, ABT, 
NACC Handbooks. Prices & details in Ist let- 
os Be | R. Pierce, 3517 Dollar Dr., Akron 
TIRES hon Oldsmobile Limited. 5 or more 5.00 
x 43. Edward A. Catlett, Harrah’s Garage, 232 
Lake St., Reno, Nev. 

TWIN VENTURA 1% -in. Detroit Lubricator 
carburetor for ‘30 Packard 7-34 Speedster. Ed- 
Yes * Saeeee, Harrah’s Garage, 232 Lake St., 


Ren 

DUESENBERG PARTS — Radiator & shell for 
*31 Series J+ pais of Duesenberg Model J head- 
lamps, Duesenberg Model A headlamps. 
Edward A. Catlett, Harrah’s Garage, 232 Lake 
St., Reno, Nev 

MOTOR (N. Y. j Annual Show Numbers, month- 
lies, ATJ magazines. Catalogs, brochures & fold- 
ers on autos prior to ‘40. Op prices paid. Send 
listing it material for sale. ar J. 
Lewis, 61-33 213th St., Bayside, L.I., 
WILLYS AERO, Hudson, Hudson Jet, Henry J, 
Kaiser (especially Manhattan, Seen Darwin 
sports), or Nash. Any "Hh or tyle — mint 
or extra nice. Dick Fh, 80° Shelburne 
Rd., Greenfield, Mass 








‘A Very Special 
Notice To 
ROCK HOUNDS 


See eee ee ee eee ee ee 





Wondering where to locate new additions 
to our collection? Wishing for complete 
pa? dependable information on geographi- 
aa locations of those hard to find rocks 
and gems? Friend, look no further; here’s 
a ite solution to all your problems. 
It’s the new ROCKS & GEMS BOOK. And 
it’s just what you’ve asked for in your 
letters and cards. 
In the pages of ROCKS & GEMS you'll 
find a verbal divining rod that really works. 
No matter what kind of American stone 
you're seeking, just find its categorical 
nature in the hand R&G table of contents. 
You'll find it there and quickly find your 
answers too. From a myriad of interesting 
facts on the hardness of rocks — to a thor- 
ough, fully illustrated section on descrip- 
tions of stones, from an absorbing feature 
section on the Herkimer diamonds — to 
some arresting tales of Indian picture rock, 
from a brilliant analogy on odd and inter- 
esting rocks — to the nuts’n’bolt “how to do 
its” of faceting and spheres, you'll find 
them all in this book...and much, much 
more. 


GEOLOGICAL “HOW TO DO IT” SECRETS 
Want to know more about equipment for 
working flat specimens? Find your answer 
on page 42. How about improvements in 
the equipment in your shop? Look no 
farther than page 46. You'll aie enjoy the 
crisply edited chapter on helpful sugges- 
tions (page 54). If you’re a do it yourself 
affettuoso when it comes to striking up an 
acquaintance with rock jewelry, you'll find 
all the how, what, and whys in still another 
chapter of this remarkable book . .. your 
complete rock book bible. 
ACT NOW! SEND FOR YOUR 

e ROCK BOOK TODAY! 
SS SS SS SSS SSS SSeS SSeS eee eee 
TREND BOOKS MT-261 
5959 Hollywood Bivd., Los Angeles 28, Calif. 


Rush me my copy of ROCKS & GEMS today; enclosed 
find 85¢ to cover all mail and handling charges. 
TB-200 


NAME 





(please print) 
ADDRESS. 


CITY. 
ZONE STATE 
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Drive the new car that turns 


around in only 


Look at all the new cars 
| out today—any make, any 
\ZaumeY model. You won't find one 
as maneuverable as the 1961 British 
TRIUMPH/Herald. The reason’s very 
simple. Its front wheels turn farther 
than any other car’s. 





In this picture, you see a new 
TRIUMPH/ Herald completing its turn 
in only 25 feet. That’s over 10 feet 
less than it takes either of the other 
two cars shown—the best-selling “im- 
port” and a popular “compact”. 


The TrRriuMPH/Herald offers many 
other startling innovations. Here are 
some of them. 


This TRIUMPH never needs an ordi- 
nary grease job. Only four points ever 
need greasing and then only once 
every 6,000-12,000 miles. The heavy 
gauge steel body is built in 7 easily 


twenty five feet 


replaceable major sections. So repairs 
are quicker and easier and repair bills 
are noticeably lower. 


In addition to 4-wheel independent 
suspension, the TRIUMPH/ Herald has 
a torsion bar stabilizer and the sturdi- 
est frame ever put on an economy car. 
They keep it riding level even on roads 
so rough that many larger cars swing 
and sway. 

Compare prices by all means. The 
1961 TRIUMPH/Herald not only costs 
considerably less than most “com- 
pacts”; its list price* includes every- 
thing but radio and white walls—up to 
$300 worth of “extras” on other cars. 
See this exciting new car at your local 
TRIUMPH dealer (listed in the Yellow 
Pages). He’ll also show you the 
famous TR-3—America’s most 


popular 
sports Car. 








*Sedan — $1849; Sports Coupe —$2149; Convertible — $2229. Port of Entry, plus state and/or local taxes—slightly higher in West. 650 
dealers—coast to coast. Overseas delivery available. Standard-Triumph Motor Co., Inc., Dept. DH-21, 1745 Broadway, New York 19, N. Y. 





Stolen from Research Library 
»® PETERSEN PUBLISHING CO, * 





Hts whats up front that counts 


[FILTER-BLEND)| up front, is the big taste difference, 
and only Winston has it! Rich, golden tobaccos specially 


selected and specially processed for full flavor in filter smok- 
ing. That’s what makes Winston America’s best-selling filter 
cigarette. Make your next pack Winston! 





R. J. REYNOLDS TOBACCO CO., WINSTON-SALEM, N. C, 


WINSTON TASTES GOOD /ke a cigarette should! J 








